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Locomotives in Australia. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

A letter from a friend in Australia gives some gos- 
sip regarding locomotives there. You may be inter- 
ested to know that recently an order was sent to 
England from Australia for two compound iocomotives, 
but the return mail brought back the information that 
they were still in an experimental stage in England, so 
the order was changed to ordinary engines, and two of 
the old engines are to be changed to the Worsdell com- 
pound system. The cylinders and details will be 
shipped from England and fitted on in Australia. The 
Baldwin compounds will be the first to be used in 
Australia. They will be put into heavy mountain work, 
and will have a good chance of showing what they can 
do. 

The ten-wheelers lately sent from Baldwin’s will be 
thoroughly tried in competition with some English ten- 
wheelers having 20 x 26 inch cylinders. They will be put 
ou the Melbourne express, which is about as fast as the 
Pennsylvania limited between Philadelphia and Pitts- 
burg. It isnow run by two engines, and it is expected 
that either of these types of ten-wheelers will be able’to 
make the time without assistance. No doubt they will 
be all right onthe hills, but over the easy grades and 
levels it will be fast work for a 5-ft. wheel, and will 
thoroughly test the wrought iron wheels under the Bald- 
win engines. 

Our American friends may look for some interesting 
information from Australia regarding compound locomo- 
tives, the ten-wheel type of engine, and wrought iron 
wheels, during the next six months. LOCOMOTIVE. 








American and English Freight Cars. 





Lonpbon, Aug. 14, 1891. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

When I wrote before under this heading I stated cer- 
tain facts, and asked Mr. Jefferds for information. 
Never mind whether my freight is feathers or pig iron. 
It is chiefly in the form of manufactured iron, and in 
pieces from 10 Ibs. to 1,500 lbs., and in lots of 3,000 Ibs. to 
6,000 lbs. total weight. When Mr. Jefferds says the 
Watkin management differs not from other English 
lines he says that which is not, and proves to me that he 
knows very little indeed of English railways from the 
trader's point. I know to my sorrow and Joss that the 
Watkin management does differ essentially from others, 
both in passengers and freight, and as I am concerned 
with English railways from Aberdeen to Dover, and from 
Swansea to Norwich, and over most of the area inside 
and much outside the lines joining each, perhaps as a 
trader in small lots lam as good a judge as Mr. Jefferds, 

Well, I asked Mr. Jefferds to explain how such ahand 
ful of freight as my little lots would be dealt with by 
American railroads, and I asked for all charges to which 
I should be put from collection to delivery of the same, 
and ignorant as it may make me appear I do think it 
necessary for Mr. Jefferds to edify me and perhaps others 
on these points. Mr. Jefferds hopes it is not necessary 
and talks ofsour milk. While Mr. Jefferds asks who in 
America would think of waiting for a 30-ton load, will 
he not kindly explain how it is that, if 30-ton loads be 
not waited for, it would serve any good purpose to use 30- 
ton cars for 2-ton lots to little country villages and small 
wayside stations and similar places. 

It is, { fear, useless to argue with Mr. Jefferds. He 
does not know this country, or he would talk much more 


chandise. Asit is he deals in platitudes and generalities, 
and gives no information as to cost; and yet I believe no 
American railroad man would undertake the general 
traffic of English lines for less rates than now charged 
unless he had powers also to reduce the facilities. 

Where are Mr. Jefferds’ eyes when he states, as I sup- 
pose he means to state, that no carriage or wagon super- 
intendent in England has used bogie tracks, or has 
picked out the few only who have not got them, and 
asked no opinion from the Midland, Great Northern, 
etc., who have used them? 

Turntables have been mentioned, and we are not told 
how to get over this difficulty. Warehouse location is 
another item, and even if the public be entirely uncon 

sidered, there are other matters which railway men 
would be seriously hampered with if their dearest wish 
were to change the car length. An annual saving of 
$10,000 in car repair and traction would not be worth 
having if obtained by a capital expenditure equal to an 
annual interest of $11,000. One cannot get behind exist- 
ing facts, and if this country has tumbled over itself in 
its progress, it has been simply that railroad building 
was more rapid than the growth of rolling stock. Many 
hundred thousand, or even millions of dollars, have been 
already spent in enlargements of tunnels, etc., to accom. 
modate growth, and Mr. Jefferds might do well to pon- 
der the following fact : The English passenger cars have 
grown steadily longer, and many of them are probably lon- 
ger than Americancars. The lines using these have been 
unable to do the same with freight cars. There was once 
a man chased by a bull; the man climbed a telegraph 
pole and the bull charged an advancing locomotive. *‘Go 
it, you little cuss!” shouted the man; “I admire your 
pluck, but I despise your judgment.” 

Now, please, Mr. Jefferds, let me have the information 
Iasked. Never mind about handfuls. English railway 
business is largely in handfuls, because, rightly or 
wrongly, we are not yet persuaded to hand it to express 
companies to deal with in their slow and costly method. 
ENGLISHMAN. 








Truth vs. Misrepresentation. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

In your editorial of March 6, 1891, you invite discussion 
on the merits of the present systems of car lighting. In 
the past twoor three years there has been a great deal 
of discussion on this subject, especially as to the merits 
of the two systems known as the Frost dry carbureter 
system and the Pintsch compressed oil gas system. The 
article contributed by Mr. George Gibbs, of the Chicago, 
Milwaukee & St. Paul Co., which was published by you 
in your issue of March 6, 1891, certainly presented the 
Pintsch compressed oil gas system in a very favorable 
light ; in fact, it could not have been done better if the 
manuscript had been revised by the Mechanical Engi- 
neer of the Pintsch Co., and for a man of Mr. Gibbs’ sup 
posed knowledge to come out in print and make the- 
statement that compressed oil gas, as manufactured by 
the Pintsch process, could be made for $1.87 per 1,000 
cu. ft. is ridiculous, and leads one to believe that 
through his ignorance on the subject he has been im- 
posed upon. We have printed and distributed thou- 
sands of circulars showing the comparisons of the vari- 
ous systems of car lighting now in use, and it really 
seems too bad that we must publish our information in 
detail to convince the unbelieving; but it seems that the 
truth of our previous assertions will not otherwise carry 
conviction. 

After a great deal of labor we have gathered all the 
data connected with a Pintsch compressed oil gas 
plant (which is inclosed herewith). Mr. Gibbs has gone 
into the subject of electric car lighting so thoroughly 
that we will not at present attempt to dispute anything 
he has said in this respect. Candles, oil lamps and com- 
pressed coal gas are back numbers, so to speak, and not 
to be considered in connection with car lighting at the 
present day (except by roads that cannot afford to pay 
fora better system), and electricity (even at the figures 
presented by Mr. Gibbs), for the present is not to be con- 
sidered, owing to the extraordinary detail, labor and 
expense of maintenance. 

The great question of the day in connection with car 
lighting is Frost dry carbureter or compressed oil gas. 
The former has not been dealt with by Mr. Gibbs in any 
friendly sense (knowingly or unknowingly), while the 
latter has at his hands been placed in a very favorable 
light—more so than it is entitled to. However, truth, 
like murder, will out, and the article written by him has 
compelled us to furnish to you what we know about the 
cost of manufacture of compressed oil gas by the Pintsch 
process, also to give a detailed statement of the cost of 
maintenance of the Frost dry carbureter system, all of 
which information will help you to accomplish your ob- 
ject of having this subject thoroughly ventilated, and at 
the same time it will present to railroad managers of 
the world the Pintsch process in its true and proper 
light. 

Furthermore, in reference to the Frost dry carbureter 
system of car lighting, each car is totally independent 
for its light, and requires no expensive charging plant 
to operate it. Its extreme durability and simplicity, 
combined withthe beauty and brilliancy of the light, 
perfect system of ventilation, and economy of mainte- 
nance, no doubt place it at the head of car lighting sys- 





of the coal traffic than he does and less of general mer 
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be shifted to certain points for charging, as is required 
by the system of compressed oil gas; this is a great ad- 
vantage, as it makes no difference whether cars are run- 
ning on main or branch lines, or in any part of the 
country, as they can be cared for at any point. It is im- 
possible to put this advantage into money value, but 
every railroad manager will at once realize that it will 
enable him to derive greater results out of the same 
equipment than if cars were restricted to stationary 
plants for their light. Each -carbureter when freshly 
charged has a burning capacity of 96 hours, while from 
one charging from the Pintsch compressed oil gas cylin- 
ders but 17 hours can be obtained, making a difference 
in favor of the Frost dry carbureter system from one 
charging of over 500 per cent. 

RAILROAD LIGHTING AND;MANUFACTURING Co, 


|The following are the figures sent, put in condensed 


shape. They are for 225 cars, lighted five hours a day : 
Frost. Pintsch. 
Cost of plant and equipment............ $101,450.00 $93 527.00 
De 2preciation and interest one year...... 10,155.00 9,977.70 
eee 846.25 831.47 
Maintenance and operation, one month.. 960,63 1,317.00 
In more detail they are: 
Cost of Oil or Gas per Month. 
‘rost: 

1 car, 4 lamps, 4 gal. oil@10c., for 24 hours....40c. 
4 lamps 5 hours ~ bcnskensssh sbadnaedihinde . 8.33 1-3c, 
225 cars @ 8.33 1-3c. per car per day, one month. $562.50 
5 per cent. loss dee to ev aporation, ee 28.13 

EE PN A ME $590.63 


Pintsch: 

16 burners @ 54 cu. ft. per hour = 10 cu. ft. per car per 

a = = 50cu. ft. per car day of 5 hours @ $3.27 per 

1,000 = 16.35c. per car-day 

225 cars @ 16.35c, per day, SN IRs irss cs cchicnsc'd $1,103.62 


Candle Power, 
eR. tv e oss subehanehedahhasdoesece sel 400 candles, 
Pintsch, 16 burners.... ....... 132 

The comrarison is made for 225 cars, as this is the number 
lighted by Pintsch gas on the Central of New Jersey. The 
Frost company claim a saving of $6,155 88 a year and 200 per 
cent. more illumination. 


Cost of Plant and Equipment.—Frost, 


Storage house for charging cars................s0ec00 see $200 
ee TN dnd vce acc endnechonseens.bannesseas 101,250 


eB Bisa okbiinncdnev’nsncsts% cbszss 
Interest at 5 per cent., 


oeeecesece $101,150 
depreciation plant at 10 per 


cent , depreciation equipment at 5 per cent.... ..... 10,155 
Cost of maintenance per month.—Frost. 
OR) cascnncks di nvebebagersbaebedeciunestenmenas $590.63 
eS CD cba. 60 n0000000560b0808000805-000 1°0.00 
Glassware, labor and renewals...........-+..+..+.+++« 250.00 

Ws hsdsd Set eedcchbsbcenntanécecses ex Neadbbsiess $960. 63 
Cost of Plant and Equipment.—Pintsch 
DD, doc ctek hada khbbnenb0tense6060400enses0esedn000eeeone $12,500.00 
NON IIc. nktck 500585 shonesndweessnsenssedcenens 81,027.00 
ME -ccewaddbehec Ghevusiendenense-Obsbnbsatesanene $3,527.00 
Interest and depreciation (at 5 and 10 per cent. as 
I inkn0n cb tdcbwaisandenanscte & 2decabnsncensaasee $9,977.70 
Cost of Maintenance per Month.—Pintsch. 
CR EE i oan 080600000, 0p0eeesieasnnesorxenecces $817.09 
Renewals of car equipment and labor................... 500.00 
NN iv bb 6550 0dhni sn 560008 0059406060008500560000K00008 $1,317.09 
The cost of gas is found to be $3.27 per 1,000 as above. These 


data are all based on the plant owned and operated by the 
Central of New Jersey. 

The Pintsch company furnishes the following figures 
of the operation of the Pintsch Gas Works at Mott 
Haven, N. Y., for six months ending June 30, 1891, sup- 
ay the N. Y.C.& H.R.,N. Y.,N. H. & H., B.& A., 
N. Y. & N. E. and the Wagner Palace Car Co, 





. Cost per 1,000 
Cost per 1,000 
Yield per Coal per| cu.ft. in cars ne a 
gall. oil] 1,000 cu.| exclusive of nny : 
cu, ft ft. 1b3. int., includ-| Percent 
ing repalrs.! ciation. : 

ee 65.4 247 $1.98 $2.23 
or 63 205 2.59 2.88 
March.... 69.4 212 2.11 2.38 
April. .... 64.1 176 2.71 3.04 
BH cece 61.3 187 2.39 2.71 
June. .... 61.3 185 2.35 2.66 














Thus the average cost per 1,000 cu. ft. in cars. including inter- 
- repairs, depreciation and charges of every nature for the 
above six months is $2.65, which when burned in the Pintsch 
lamps consuming 2% cu. ft. per hour, would result in an 
hourly cost of 6.6 mills, or ina car equipped with five lamps. 
giving a nominal candle power of 175. the cost would 
cents per hour, without, however, charging interest on, or 
repairs and depreciation ‘of car equipment, which, however, 
would affect the cost per hour but little. 

The above includes not only the cost of filling cars in the 
Mott Haven yards, but also the cost of transporting to and 
filling cars at (jrand Central Station, which latter increases 
the cost on the total amount of gas delivered at least ten per 
cent. 


Cost of plant and equipment: 
$153 





225 cars at $153...........ceeeeeee Ceeerescscceoece $34,425 
a TT rrr 27,000 
225 cars, labor equipping capauusedbickdn etna nited 3,375 
Gas plant or plants...........cscccsesseccccccccs 15,000 
— $79.800 
Depreciation and interest, i year, 10 per cent............ 7,980 
month, 10 per cent.......... 665 


Maintenance and euenetieit: gas at $2.65 1,000 cu. ft. in cars: 
25 cars, 5 hours per day = 1,125 bours. 
1,125 hours, 30 days = 1 month = 33,750 aours. 
33,750 hours at .0264 
Repairs to car equipment, 10 cents per month. . 


We give all of these figures on the authority of the 
respective companies. As for Mr. Gibbs’ figures it is 
but fair tosay that the manufacturers furnished him 
but meagre and vague figures and the Frost people did 
not furnish any. Both complain that he made the costs 
too high for their own system and too low for [the other. 
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tems of the present day. It is not necessary for cars to 
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Electric Secret Service Co.'s Individual Telegraph 





We have recently had occasion to examine a new form 
of apparatus for calling telegraph stations by a continu- 
ously ringing bell, which embodies some novel features. 
The essential requirement of all devices of this kind is 
that the dispatcher’s office shall be able to call any one 
station without disturbing the others, and shall cal] that 
one loudly enough to awaken even a sleeeing operator, 
the bell continuing toring until he is awakened and 
stops it. The value of such an apparatus is obvious, es- 
pecially in the case of lines on which many of the offices 
have no night operators, and the problem has conse- 
quently engaged the attention of inventors for many 
years, 

The system which we illustrate to-day is the property 
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back” or return signal (fig. 5), whose magnet C is energized 
as soon as the lock has completed its function, and re- 
turns over the line to the dispatcher’s office a signal in- 
dicating that the lock has made its combination, the 
local circuit been closed,and that the gong is ringing. This 
answer-back signal is usually cut with the call for the 
particular station. (See fig. 5, B.) For example, ‘OK, 
B. W,” or “Clear 23,” or ** Out FX,” varying with the 
work done. By this means the train dispatcher knows 
immediately that his work has been done, and he has a 
chech upon the stations called or operated. When the 
operator responds and shuts off the bell by crank Z, fig. 
5, he sets the return signal for the next call, so that the 
dispatcher will not by forgetfulness be left without his 
check. 

The lock as now perfected may be connected so as to 


calls. Tho answer back (fig. 5) is furnished with a wheel 
B, cut with the station signal, and such other letters 
as may be desired; for example, ‘OK, B W,” etc. 
The opening and closing of the local circuit--that is, 
making dots or dashes in the pre-arranged order as de- 
termined by the combination—causes the wheel J, fig. 
4, to make one complete revolution and close the bell 
circuit, while any other combination made by accident 
or design, or any ordinary Morse sending whatever, is 
sure to conflict with the combination so that the wheel 
returns, by the force of the springs, to its normal po- 
sition. 

The lock itself (fig. 4) consists of three electro magnets 
with their corresponding armatures, A, B, C. Armature 
C gives a progressive step-by-step motion to the shaft G, 
| corresponding with the impulses of the signal sent. 
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INDIVIDUAL CALL SYSTEM OF THE ELECTRIC SECRET SERVICE COMPANY. 


of the Electric Secret Service Cs., of 45 Broadway, New 
York. It consists not only of the individual selector 
necessary for ringing a bell at one office only hut also of 
an automatic ‘*answer back” which sends a return sig- 
nal back to the point of call, and of a mechanical trans- 
mitter which enables any number °%f stations to be called 
quickly and reliably from a central point, such asa 
train dispatcher's or superintendent’s office. 

The illustration shows the individual selector, the 
automatic transmitter, placed in each train dispatcher’s 
office for convenience of signaling (although the Morse 
key may be used), and a diagram which shows the con- 
nections necessary in the electric circuits. The selector 
itself, or combination lock as it is called, is a small in- 
strument, fig. 4, about 4 x 5 in.. covered with a neat 
iron box to protect it from dust and interference. In a 
telegraph cffice where the ordinary relay (fig. 2), sounder 
(fig. 3), key (fig. 1), and local battery are used, the lock 
and its connections are placed under the control of the 
relay armature points, without adding any resistance to 
the main line. When desired the Jock and sounder may 
be combined into one instrument, thus reducing the 
number of instruments on the desk. 

The operation of the system is easily understood. 
Each office which it may be desired to call is fitted up with 
a selector or lock, an ‘‘answer-back” and a continuous 
ringing gong. Theselector at every station has its con- 
trolling wheel (Fig. 4, D), with its periphery cut to a 
‘*combination” which differs from that of every other 
selector on the line. This combination may be made 
either of numerals or of Morse characters, or the two 
mixed, thus affording an indefinite number of individual 


Armature A with its escapement controls the motion of ; perform any one of three functions: (1) either to ring a 
the shaft so that it cannot vary, either as to space or} gong, for the purpose of summoning the operator when 
time from the impulses sent. Armature B is furnished | absent on other duties ; or (2) to throw the station sig. 
with a pin which engages the contact surfaces! nal or semaphore in the event of the operator failing to 
of the combination wheel D attached to the] respond when called; or (3) to cut out any particular 
shaft G. This pin makes contact with surfaces so| office or offices, so that being transmitted 
long as they correspond with the duration of the| through them shall not be read off by intermediate sta- 
signals; but when the signal varies from the combina-! tions. A simple change in the wiring permits any or all 
tion cut on the wheel, the pin drops through the next | of these services to be performed with one lock. 

space and the wheel is instantly returned to zero, or its | Besides these, the apparatus is adapted toa variety 
starting point, and the signalis not completed. This ar-| of important uses. Duplicate locks can be placed at 
rangement secures absolute accuracy of operation and|certain points on a local circuit strung to dwelling 
effectively prevents the wheel from completing its revo-| houses at division terminals, and emergency crews 
lution and thus closing the contact point F unless the} collected without the long wait so often required for 
signal is exactly the one intended for that particular the call-boy to go his rounds. A station equipped with 
lock. | one of these locks can be made to always give a return 

At the train dispatcher’s office a mechanical trans- | signal. 

mitter (unnumbered figure in upper left hand corner) is The Electric Secret Service Company’s various forms 
inserted in the line, carrying as many discs (B), as there | of apparatus embody patents of Mosher, Gill, Hatch, 
are stations equipped with the lock; each disc being cut | Foote, Moore and Kintner, besides others now pending. 
with the combination for a given one of the locks. The | The mechanical and electrical department of the com- 
dispatcher simply inserts a plug A in the transmitter at | pany isnow in charge of Mr. S. S. Bogart, well known in 
the dise desired and turns the crank D;as the trans- | telegraph circles. and formerly Superintendent of Tele- 
mitter revolves the signalis sent over the line with clear 


| graph of the West Shore Railroad. He has made vari- 
makes and breaks, and operates its corresponding lock 


messages 








|/ous inventions and modifications which have more 
with mathematicalaccuracy. The lock indicated, taking perfectly adapted the apparatus to the demands of the 
up the combination, closes its local circuits (fig. 4, F), | railroad work. 
and rings the gong (fig. 6). The company has recently put this apparatus in opera- 
After the dispatcher has sent out his call he, of course, | tica on the Chesapeake & Ohio; Chicago, Milwaukee & 
wants some reliable means of knowing that it has been | St. Paul; Kansas City, Ft. Scott & Memphis; Cincin- 
properly received by the lock desired. To meet this neces- | nati, Hamilton & Dayton, and several other roads. The 
sity each lock is provided with an automatic “‘ answer- company informs us that its apparatus has worked suc- 
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cessfully over 900 miles of railroad line, and that the 
signals or combinations have been transmitted with ab- 
solute correctness and the answer-backs received with 
unfailing certainty. The use of the locks in no way in- 
terferes with constant telegraphing on the road, as 
there is no possibility of the Morse characters sending a 
lock through its combination by accident. The appara- 
tuses can be installed at any station without interfering 
with the service of the line and without involving any 
expense for preparation. The company claims for them 
that they will pay for themselves in economies of opera- 
tion, without taking into consideration time saved in 
avoiding useless * lay-outs ” and other advantages which 
railroad men will appreciate. 








Notes on a Mountain Slide. 





The article which follows describes_a very remarkable 
landslide which took place on the Oregon & California 
Railroad in March, 1890, and the unusual means which 
were taken to remove the material which covered the 
track. The article is a paper prepared by Mr. W. G. 
Curtis, M. Am. Soe. C. E., Assistant to the General Man- 
ager of the Southern Pacific Company. It was presented 
at the summer convention of the American Society of 
Civil Engineers. The author, however, was not present. 
to take part in the discussion which followed. 


Land slips along railroad lines are of such frequent 
occurrence, and the methods employed for their quick 
removal are usually so simple and stand so completely 
within the category of commonplace experiences in rail- 
road management, that, as a general rule. papers relat- 
ing tosuch obstructions can possess little, if any, pro- 
fessional value. A mountain slide which obstructed one 
of the lines operated by the Southern Pacific Co. in 
northern California last winter occurred under rather un- 
usual conditions, therefore a description of it and of the 
means employed to clear it away from the track may be 
of some interest. 

As indicated by appended topographical sketch, tun- 
nel No. 9, which is 670 ft. long, is pierced through a spur 
on the easterly side of the Sacramento River cation, and 
jis approached from the north through 200 ft. of ‘side 
hill” excavation, in material which may be described as 
shaly talcose rock, with greatest depth of cut on centre 
jine ranging from 26 to 45 ft., and at the top of the slope 
on the mountain side something over 120 ft., the slope 
of cut averaging a little less than to 1. 

Last season’s rainfall in this region was quite phe- 
nomenal, amounting to over 100 in. precipitation (rain 
and melted snow) for the tive months ending March 1, 
1890, as against 59 in. average annual rainfall. As a con- 
sequence, the ground was heavily saturated and large 
masses of earth and slaty rock slid down from the 
mountain slope and fell upon the track over the edge of 
a comparatively solid rock ledge which remained in 
»lace undisturbed by the slide above it, to a height of a 

ittle more than 100 ft. above the railroad grade. 

The length of slide measured along the track is about 

200 ft., the height of rock slope is about 100 ft., and the 
vertical height from grade to top of slide about 300 ft. 
Roughly estimated, the total quantity of material which, 
from first to last, feil upon the roadhed was 25,000 cubic 
yards, 
" A road for team transfer ot passengers, freight, etc., 
was immediately graded around tunnel No. 9 spur, the 
work atthe slide covered with all the men that could be 
handled in day and night shifts. The weather being 
favorable, rapid progress was made, and when the track 
had almost been cleared, with an expenditure of labor 
footing up 5,500 days’ work (the work of one man for 11 
hours being taken as one day’s work), a heavy storm of 
alternating rain and snow set in, the slide was again 
started, and its movement continued until the pile rest- 
ing upon the track had been restored to its orivinal di- 
mensions. Up to this time no serious difficulty had been 
experienced in working with carts and wheelbarrows all 
tthe men that could be placed upon the limited space 
occupied by the obstruction, but at this time the mate- 
rial around the edges of the slide had become so much 
softened up, that small or large masses of earth and rock 
were constantly dumping over the rock ledge and fall- 
ing upon the workmen below, alarming them to such an 
extent that night work became impracticable, and the 
day men were soon so much endangered that under ob- 
servance of all necessary precautions for their safety, 
very little effective work could be done. 

At this juncture we decided to clear the track with 
appliances similar to those employed in hydraulic min- 
ing operations, which had been previously used for rail- 
road work in the Sierra Nevada mountains. The regu- 
lation gravity head of water for this purpose could not, 
however, be quickly obtained, and a pumping plant was 
hastily designed to utilize machinery and materials al- 
ready in our hands, or which could at once be obtained 
and made serviceable for other uses afterward. Loco- 
motives to supply steam were sent tothe north end of 
the tunnel and the other app'iances delivered on cars at 
the south end and hauled on wagons, improvised sleds 
or stone boats from the south end of the tunnel to the 
nearest ground available for assembling the entire 
plant. The hydraulic steam was turned on the work in 
43 hours from the time the first shipment of materials 
arrived at the south end of the tunnel, the snow falling 
heavily nearly al] of this time. 

Twelve ordinary standard “surface” steam pumps, 
with capacities ranging from 150 to 500 gallons of water 
discharged per minute at ordinary speed, and aggregat- 
ing for the gang of pumps about 3,300 gallons discharg 
ing capacity per minute, poe ge end to end on a 
bed-frame 32 in. wide and 128 ft. long, constructed with 
railroad ties and trestle stringer timber. The line of 
pumps was set about 100 ft. from the river bank and 
about 15 ft. above the surface of the water in the river. 
All of the pumps were connected to a 12-in., lap-welded 
pipe, and a suction pipe was laid from each pump to the 
river. The southerly end of the 12-in. discharge pipe 
was connected to a circular air chamber, 60 in. in diam- 
eter and 96 in. high, which served admirably to equalize 
the fluctuations of the pumps, giving the stream practi 
cally the same steadiness as the ordinary gravity press- 
ure pet of the hydraulic miners. From the air phe ol 
to the face of the work water was conducted through 
pipe made of No. 12 Birmingham gauge sheet iron, and 
riveted up in the shop into sections 30 ft. long, one end 
of each section being flared out and the other having its 
diameter slightly reduced. The pipe was connected 
upon the ground by inserting the small end of one sec- 
tion of pipe in‘o the larger end of another and driving it 
into asnug fit, or making, in mining parlance, a tight 





“stove-pipe joint.” A standard hydraulic giant butt 
was used, part of the time with a 4-in. discharge nozzle, 
and at other times with a 3-in. nozzle, according to 
nature of the material to be washed. The material was 
washed down on a flat place bordering the river. The 
upper end of the flume and “‘ head dams” were nierely 
planks set on edge to guide the water-borne material or 
tailings into the flume conducting it away from the 
work. A small force of men were kept at work to break 
up, with sledges or by the use of powder, the larger 
pieces of rock and masses of snow and earth frozen to- 
gether, and to otherwise expedite the work. 

The quantity of material removed by the water jet for 





Fig. i. 


nine days (the time taken to open the line), aided by the 
laborers as above, may be estimated at 9,000 cu. yds., 
equal to, say, an even 1,000 cu. yds. moved each 24 
hours. Allowing for the time shut down, pumps cut 
out for repairs, etc., the average discharge of the water 
jet, under a pressure of 45 to 50 lbs. per sq. in., may be 
set down at 2,000 gallons per minute or 200 miner’s inches 
a day. Each miner’s inch moved 5 cu. yds. each 24 hours, 
a somewhat higher duty than ordinarily shown in hy- 
draulic mining operations, but this might fairly be ex- 
pected in handling material previously loosened up as 
in the present case. 

The average cost per day (24 hours) of operating the 
hydraulic plant is closely estimated as follows: 
Wood, 25 cords 
Eight firemen and pumpers.. 
Machinists and pump repairers . 
Men operating hydraulic jet (experts, paid high rates).. 
Thirty laborers 






$200.00 
or, 20 cents per cubic yard. Since the track was cleared, 
protection work (indicated by Fig. 2) in the form of 
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Fig. 2—Cross-section of Shed—North End of Tunnel No. 9. 


shedding, was extended northward from the tunnel por- 
tal about 100 feet. This structure has proved to be suf- 
ficiently strong to divert earth and reck, which, since 
its construction, has fallen down from the shide. 

The top of the pile of material, as it originally came 
down, was 12 or 15 feet above the top of the tunnel arch- 
ing, filling the northerly 200 feet of the tunnel with earth 
to an average depth of about 10 feet. As soon as a 
* bench ” had been taken out with wheelbarrows, low 
enough down to open an air hole into the tunnel, the 
removal of earth was carried on within it on cars loaded 
by the use of wheelbarrows. 

br the discussion which followed Mr. P. F. Brendlinger 
said : 

lam sorry the author of the paper is not here, because 
I would like to know whether he could not have applied 
a steam shovel to greater economy than a water jet. It 
may be that he had no steam shovel, which would be a 
good excuse; but I feel satisfied that a steam shovel 
would have done the work at at least half the cost. It 
is pretty difficult to make a contract to take out mate- 
rial with a steam shovel at 10 cents a yard, but when 
the company has a steam shovel they can do it much 
cheaper. Twenty cents is a very high price for moving 
a silt of that nature. A good steam shovel would cer- 
tainly move more than 1,000 yards in 24 hours. It ought 
to move 1,500, the conditions being good and the cars be- 
ing prom tly furnished. Time is very frequently an ob- 
ject, and I should say it would have been in this parti- 
cular case. 











J. H. Wallace said: Being familiar with the work of 
moving this slide, as described by Mr. Curtis, I will say, 
in answer to Mr. Brendlinger’s query as to whethera 
steam shovel could not have been used to greater econ- 
omy than a water jet, that although the company had a 
steam shovel which was in reach at the time, still the 
situation was such that a steam shovel could not be 
used. The slide was in the mouth of a tunnel, in a very 
mountainous country, and it would have been a very 
expensive matter to lay any track on which to place cars 
to be loaded by the shovel. It would then have been 
necessary to excavate with the steam shovel a cut wide 
enough not only for the operation of the steam shovel, 
but also for a track on which to stand cars while being 
loaded. Assuch a track would have abutted against 
the material of the slide, it would have been necessary 
to make a switch every time a car was loaded, removing 
the loaded car and placing an empty one in posi- 
tion. Under these circumstances, a steam shovel 
could not have handled more than four or five 
hundred yards a day. Moreover, it was extremely 
doubtful whether a_ steam’ shovel could be 
kept at work. As noted by Mr. Curtis, after the track 
had been nearly opened by the use of carts and wheel- 
barrows, the slide started a second time. and continued 
to move until the track was again completely covered, 
the material being piled up as high as when the first slide 
occurred. There was thusthe danger that the slide 
might start age at any time and the shovel be com- 
pletely buried. There was also danger from the large 
number of rocks of various sizes which were continually 
detached from the mountain above and precipitated into 
the cut. Some of these were large enougi to have dis- 
abled the shovel, and allof them were large enough to 
ha.e endangered the lives of the men em Toned on the 
shovel. While twenty cents per yard may be considered 
a high price for removing such material under most cir- 
cumstances, in the case under discussion the object in 
view was red a road open at the earliest possible 
moment, and to accomplish this questions of economy 
were not considered as carefully as they are when work 
is being planned. 








Hydraulic Dredging in New York Harbor. 





About 10 years ago the subject of deepening the ship 
channels at the entrance to New York Harbor was vig- 
orously urged, and Government engineers made addi- 
tional surveys to those already in their possession. 
After considering a number of projects it was finally 
recommended that an immense breakwater be con- 
structed out from Coney Island toward Sandy Hook, 
whereby all the tidal waters flowing into Raritan, New 
York and Newark Bays should be compelled to pass 
through the narrow opening thus formed, and by the 
scouring action so produced deepen and clear the 
present channel. It was thought that dredging would 
be worthless, as the channel would immediately fill 
again. This proposition created so much alarm in ship. 
ping circles lest the whole harbor should be ruined, that 
the project was abandoned. 

In 1884 Congress made an appropriation for dredging 
the main and Gedney channels, and various contractors 
undertook to do the work. But through faulty and un- 
suitable machinery one after another dropped it, until 
the work fell into the hands of Joseph Edwards. He re- 
alized that to dredge a channel 1,000 ft. wide with a 
minimum depth of 31 ft. at low water, in what was 
practically the open sea, something else than the clam 
shell or bucket dredge must be used. 

He has now been at work for about four years and 
has removed between four and five million cubic yards 
of material. The bottom consists of black silt, clear 
white sand, gravel and shells, but no rock. It is all 
matter that can be readily pumped, and that is the sys- 
tem which has been used with perfect success. 

Three dredges have been used, the Advance, Mount 
Waldo and Reliance. The first was run down and sunk 
by a French steamer a few months ago, while the two 
latter are still engaged upon the work. The Reliance is 
of later and more improved designed than the others, 
and is used upon the rougher work of the Gedney chan- 
nel, which lies outside of the shelter of Sandy Hook. 

This steamer, for it is a steamer as well as a dredge, is 
provided with regular propelling engines and a screw 
In addition to these it has two engines for driving the 
port and starboard pumps respectively. The pumps 
have each acapacity of 5,000.gallons per minute, and are 
of the rotary type, and can pass almost anything that 
can go through the 12-in. suction pipes. The internal 
construction of the pumps is very much like a ventilat- 
ing fan. The wings are provided with extensions that 
are easily renewed in case of breakage. The suction pipe 
enters the pumps at the centre and concentric with the 
wings. Hence when the pump is in operation there is a 
strong tendency of the wings to draw toward the 
opposite face from that at which the shaft enters. Asa 
step bearing in the centre of the suction pipe would be 
troublesome and difficult to maintain, the thrust is 
taken up by an adjustable bearing outside the pump 
casing and on the shaft. 

The steamer never anchors when at work, but steams 
slowly over the ground at the rate of about a mile an 
hour. The suction pipe leaves the centre of the pump, 
runs out over the side of the ship, and turns back and 
down with a right angled elbow. The foot of the suction 
consists of a sort of scraper, shod with a heavv steel 
plate, which drags over the bottom and loosens the 
material so that it is readily drawn in by the flow of 
water. The shoe is also provided with a trap door and 
partitions to facilitate cleaning and prevent the passage 
of heavy substances that would be likely to injure the 
pumps. 

The main length of the suction pipe is of iron, but just 
after leaving the elbow at the side of the ship there isa 
rubber section about 10 ft. in length. Thisisto givea 
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proper flexibility to the pipe, to compensate for the rise 
and fall of the vessel upon the waves. The pipe is raised 
from the bottom by means of winding engines in the 
stern, and is hung from a heavy framing built across the 
quarter deck. 

After the water leaves the pumps it flows into large 
bins placed in the bow of the vessel, which have a capa- 
city of about 650 cu. yds. Here some of the solid material 
settles to the bottom, while the lighter portions run over- 
board with the water. 

It is not known just how much solid matter is pumped 
with the water,but itis probable that about two yards are 
raised for each yard deposited in the bins. The nearest 
obtainable figures on the subject are that for each yard 
of material loaded in the bins the channel surveys show 
that 1.78 cu. yds. have been taken from the bottom. 

The contract price is 23.4 cents per cu. yd., scow meas_ 
urement. So that the actual cost to the government for 





















points, and provided with accessory tools, ropes, jacks 
blocks, etc., this arrangement facilitating quick concen- 
tration of one or more machines, with proper wrecking 
crews, at the place of an accident. There are advantages 
in the moderate cost of the equipment, promptness in 
arriving at the point necessary, and there are disadvan- 
tages of large numbers of men and other expense, with 
the longer time required in accomplishing their work 
than with steam power appliances. 

Second, the use of one or two of the most powerful 
portable steam cranes, capable of rapid transportation, 
accompanying passenger trains if necessary, and upon 
arrival at obstructions, without the aid of jacks, ropes, 
blocks, ete., bodily lifting and clearing any obstruction. 
There are advantages of greater speed of work accom- 
plished upon arrival, less men required, and consequent 
expense, saving in reduced damage to rolling stock by the 
lifting, over the pulling,"method, ,and disadvantages of 
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Fig. 9—Wrecking Crane. 


material removed is about 12.14 cents per cu. yd. The 
reason for this is that there are continual cross currents 
in these channels,and the light material that flows over- 
board with the water is carried out and deposited on 
the shoals on either side. 

The work is now nearly completed, and there is a chan- 
ne! 1,000 ft. wide and 31 ft. minimum depth at low water 
extending from the open sea to the Narrows, the slope 
on either side averaging about one in six. 

The Mount Waldo is equipped like the Reliance, except 
that instead of loading herself, she loads a scow along- 
side. 

When these scows are loaded they are towed out to 
sea and dumped. The Reliance also steams out to sea 
for dumping. The average towage for each scow load 
has been about 25 miles for the round trip. The loading 
of the Reliance or a scow with 650 cu. yds. of material 
occupies from 35 to 50 minutes, while the dumping can 
be done in from three to five minutes. 

Owing to the fact that the dredges are never anchored, 
but are in constant motion while at work, and the flexi- 
bility of the suction pipe, the work has been prosecuted 
continuously except in the very roughest weather. A 
seaway that will make a landsman sigh for his native 
earth causes no interruption, a fact which could not be 
said of bucket or scoop dredges, had they been used. 

The success which has attended this work has encour- 
aged the contractors to urge the government to open 
the Swash channel in a similar manner and to the same 
depth. 

For the benefit of those who are not familiar with the 
channels of New York Harbor, it may be said that the 
main channel after passing the Narrows bears to the 
west of south, running well under the lee of Sandy 

Hook. It then makes a sharp turn to the left, forming 
an acute angle, and runs out to sea through the Gedney 
Channel. If the Swash Channel is deepened so as to 
permit the passage of deep diaught vessels at all stages 
of the tide,the distance from the Narrows to open water 
will be lessened by about four miles, as it cuts directly 
across instead of making the sharp angle of the main 
channel, thus forming an almost straight line from the 
Narrows over the bar. 








Cranes for Railroad Uses. 


BY WM. M. CLEMENTS, M. E. 
III. 

Wrecking Cranes.—As to the cranes for wrecking pur- 
poses, whatever system is found efficient and satisfac- 
tory for the conditions of any railroad all agree that a 
crane is necessary. Whether the machine for this pur- 
pose is economical and efficient for operation by hand 
or steam power, whether the crane arrangement is 
single, double, short or long radius, moderate or ex- 
tremely large capacity, experienced men seldom agree 
as to all details. Briefly, the systems and methods of 
track clearing, much approved by experienced men, 
are: 

First, that each division of track may be properly sup- 
plied. A number of cranes of capacity from 10 to 15 tons 
for hand operation, are stationed at divisions or junction 


larger first cost and perhaps greater delay in getting to 
an accident. Both systems are used, and as to the effec- 
tiveness of single or double cranes, whatever the posi- 
tion of the obstruction, with double machines they can 
be operated from either end, whereas, with the single 
machines, the use of a turn-table is frequently necessary. 
The single machine, in the centre of a short car, has the 
objection of moderate stability, although intended for 
operation at either end. As to the proper jib radius, the 
stability is obviously modified by it, and must be governed 
by the capacity required. 

The machines illustrated are representative types of 
the two systems, and are in use for the purposes in 
tended. 

A representative crane for use with the first system is 
shown in fig. 9, design being not essential except as to 
hand operation and capacity. Machines of this design 
are made either single or double and are ordinarily of 
cheap construction, of capacity of from 10 to 15 tons. 
The illustration is of a machine, the best for its kind of 
which we have knowledge, the capacity being 15 tons, 





with either crane used alone, having a steel car, column 


~ ‘Wem 


and jib, and with improved lifting and self-sustaining 
appliances, car jacks, clamps, etc. There is also pro- 
vided a locomotive pulling attachment for rapid 
ané@ rough pulling or lifting, frequently of great 
use in clearing obstructions. With a single machine, if 
fortunate enough to arrive at a wreck with the crane at 
proper end of car, the balance of the car platform is of 
service in the transportation of tools, trucks, rails, etc., 
the platform space being unavailable with the double 





machine, With acrane of this type, efficient as it can 








Fig. 10—Single, Steam Wrecking Crane. 


be up to its capacity, a derailed or overturned locomotive 
is beyond its power, and jacking, biocking, etc., are in- 


dispensable adjuncts to its use in such cases. For piece 
handling, trucks, light car frames, etc., all such are ex- 
peditiously managed. The limited radius of the jib, 
with little efficiency beyond 16 ft., and the small height 
of lift, rarely exceeding 16 ft., are obvious objections for 
use with long car bodies. 

It is not to be inferred that double crane cars have 
double the efficiency of single machines. For side lifting, 
frequently they can be used together ; but their combined 
capacity, unless used with short jib radius and with out- 
riggers, does not exceed 15 tons, the car’s stability pre- 
venting. 

It may be stated here as applying to all portable cranes 
that capacities in lifting are much limited unless there 
are efficient methods of increasing the stability from 
its normal condition of traveling. Obviously a correct 
distribution of weight for a portable crane is to have the 
centre of gravity farthest from the end of the jib, but 
within the wheel base when jib is at right angles to the 
ear. With this efficient arrangement capacities would 
not be solargeas proposed and other fixtures for further 
increase must be provided. Such fixtures, outriggers, 
so called, are telescopic needle beams, car jacks, clamps, 
etc., affording with beams and jacks and increase of the 
supporting base beyond the wheel and car line and in 
effect reducing the effective jib radius. Also clamping 
to the rails, a questionable practice with uncertain re- 
sults, except adding always the weight of the track and 
truck. If therefore the intention is to lift up to the ca- 
pacity with the jib perpendicular to the car line, and to 
have the centre of gravity within the extended base, a 
short radius is absolutely necessary. Conditions alto- 
gether change with the jib parallel or at a slight angle 
to the car line, the supporting base then being the car 
length. 

The question of large capacity for portable cranes, 
therefore, resolves itself into a judicious and skillful 
arrangement of the centre of gravity of the machine, the 
extent of the supporting base and the jib radius. The 
first are exceedingly difficult problems, varying with the 
position of the jib, but with all loads and in all positions 
to remain within the supporting base, and of minimum 
height, the supporting base and jib radius being con- 
trolled by nature of the foundation and purpose of 
machine. 

There are many designs which intend to maintain the 
proper position of the centre of gravity, some automatic- 
ally adjusting, others not. One maker uses a balance- 
box running on a rail carried out beyond the crane in the 
usual manner, but curved upward instead of being hor- 
izontal. Theend of the hoisting chain instead of being 
hooked to the jib-head is taken over a pulley down to 
the end of the tail and around another pulley to the 
balance-box. Suppose the load be too heavy for a given 
position of the weight, the result will be that the hoist- 
ing chain instead of lifting the weight will haul the 
balance-weight up the constantly increasing incline till 
a point is reached where the resistance of the arm is 
greater than that of the load when lifting commences. 
In others the automatically adjusting balance-weight is 
of secondary consideration, the main object being the 
weight of the load. 

A machine of the second wrecking system is illustrated 





in fig. X, a radical departure in design from the cranes 

| heretofore considered. This machine is of 35 tons capa- 
city, embodying in its design and construction recent 
experience. Such a machine is to lift and transfer 
bodily, where necessary, loaded cars (for which suffi- 
cient radius is given for attachment in car centre), parts 
or one end of an overturned locomotive, that it may be 
placed upon cails, or other heavy work which must be 
expeditiously done, the aim being a minimum of manual 
labor and time, 
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Such a machine must do its lifting with jib parallel or 
ataslight angle tothe car line (in this case 2214 de- 
grees either side or a distance of 22 ft. either side of 
centre). Such distances, however, on either side satisfy 
usual requirements. Other features, height of lift and 
curvature of jib, are obvious advantages. The special 
arrangement of machinery, wheel base and car con- 
struction, it is unnecessary to describe here ; it is suffi- 
cient to say that the design of this machine has not been 
one of theory, but that repeated trials and tests by 
many railroads using this system have demonstrated 
its efficiency. It certainly has disadvantages as to cost 
of equipment, and excessive weight for light tracks and 
bridges, and its efficiency increases with the increased 
traffic of a railroad and cost of an interruption. Much 
property is destroyed where block pulling is necessary, 


but the ample height (24 ft.) of this jib leaves the frame | 


of a coach or car uninjured. 

A machine also illustrative of this class is shown in 
fig. 11. Two steam cranes, each of 20 tons capacity, are 
mounted at either end of a car, the distance between 
crane centres being 35 ft., with radius of but 12 ft., but 
with a lift of 20 ft, Through the aid of outriggers these 
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Fig. 11.—Double, 20-Ton Steam Wrecking Crane. 


jeither end, but the first machine may clear its way 
with any intermediate obstructions. 

Cranes in Construction and Maintenance.—Of the 
more profitable uses than wrecking, to which machines 
of either system may be adapted, track maintenance has 
been mentioned. The uses are numberless and known 
to railroad men. For the ordinary requirements of con- 
| struction and miscellaneous work about yards and 
| buildings, the design illustrated in fig. 12 has advan- 
| tageous features. The machine is the most powerful 
universal slewing and self-propelling machine which 
has been constructed to our knowledge. Capable of lift- 
ing, slewing and carrying loads of 20 tons weight, its 
effectiveness and usefulness can be understood. Having 
the advantage of working at either end, and power for 
| propelling one or two loaded cars at moderate speed for 














American Association for the Advancement.’ of 
Science. 





The 40th annual meeting of the American Association 
for the Advancement of Science was held at the Colum- 
bian University in Washington, Aug. 19-25, Prof. A. B. 
Prescott, of Ann Arbor, President, in the chair; after an 
interval of 37 years since the last previous Washington 
meeting. Notwithstanding the intense heat, the meet- 
ing was more largely attended than any for several 
years, between 600 and 700 members and associates hav- 
ing registered, including many members of the Inter- 
national Geological Congress, which immediately fol- 
lowed the adjournment of the A. A. A. S. About 250 
papers were read in the eight sections, but only 15 of the 
number were inthe mechanical section, which consumed 


purposes of freight loading or unloading, the transfer of | but a single working day. Prof. Thomas Gray, of Terre 


| heavy material of construction, and stone setting for | Haute, presided, and Prof. William Kent, of New York, 
abutments, it is particularly applicable. Such machines ; W@S Secretary of the section. The paper of most value 
are provided with all necessary outriggers for stability | to railroad men was probably the following: 


| and all accessories for independent traveling. 
| Itis essential and applies to American railroad cranes 
|that if the machines are used for their intended pur- 








Fig. 12—20-Ton Construction and Yard Crane. 


cranes can lift their capacities with jibs at right angles 
to the car, and in these positions they are ordinarily to 
do their work, and although neither crane is equal in 
capatity to the machine before. considered, their com 
bined capacity is so, and with derailed or ditched box 
cars, coaches, etc., there being two points of attach- 
ment, such loads are expeditiously handled. The design 
is particularly adapted for wrecking or construction, for 
work upon a double-track roadbed. 

The machine also embodies the advantage of power at 


poses, that the lifting capacities must surpass similar 
cranes for similar purposes of other countries, American 
car equipment much exceeding in weight. The foreign 
use of cranes for all purposes is more general than in 
America, but foreign railroad work does not require or 
use machines of the capacities here illustrated. To the 
American visiting the wharfs, freight stations and man- 
ufacturing plants of England no better demonstration 





can be made of the completeness of their adaptability 
for their work than in the labor-saving appliances. 





TESTS OF STRENGTH OF AMERICAN WOODs, 


“The United States Tests of Strength of American 
Woods made at the Washington University Testing 
Laboratory, St. Louis,” was the title of Prof. J. B. John- 
son’s paper. He is director of the testing laboratory. 
The paper was in substance as follows: 


The trees to be examined and tested are first selected 
from five or more localities, four large trees of a given 
species from each place, these sites differing from each 
other as much as possible in climate and _ soil conditions. 
These trees are cut up into logs from 6 to 18 ft. in length, 
with intervening disks 8 in, long. A complete record is 
kept of the botanical name, conditions of growth, time 
of cutting, age of tree, size, height, etc., and the north 
and south sides of each log and disk are marked on them, 
together with the number of the tree and of the log. The 
logs are shipped to St. Louis, and the disks are sent to 
Ann Arbor, Mich. Disks are also ¢ut from youngertrees 
and sent to Ann Arbor. 

For the physical] tests the logs are first sawed into appro- 
priate sizes at an ordinary sawmill. Each log is marked 
off on its end by a stencil plate, in such a way as to ob- 
tain a series of 4in. x 4 in. sticks in a north and south 
zone, and as large a stick alongside as the log will allow, 
up to8in. x 16in. Each stick is marked with a die, and 
carries a legend which cannot be effaced, which fully 
identifies it. After sawing the sticks are carefully 
stacked under shelter to await the tests. In the course of 
from one to three months after sawing one end (half) of 
each 4in. x 4 in. stick is tested, and also some of the 
large sticks. The regular tests are as follows: 

The Cross-bending or Beam Test.—In this the load is 
always put on at the same rate,so as to produce an in- 
crease in the deflection of \-in. per minute, and con- 
tinued uniformly up to rupture. The simultaneous loads 
and deflections are read off about eight or ten times dur- 
ing the test, the scale beam always being kept balanced 
and the deflection read off by means of a micrometer 
screw on the small beams, and froma thread over a 
paper scale on the large beams. The 4in. x 4 in. sticks 
are tested in lengths of 60 in. between knife edges, all 
bearing surfaces being protected by iron plates. 

The large beams are broken on a machine of an orig- 
inal design, consisting of a hydraulic cylinder, plunger, 
screws and crosshead, made by Riehlé bros., ond chaties 
to these parts used in their 100,000-]b. testing machines. 
The base or beam part of the machine consists of two 
long leaf yellow pine sticks, 6 ins. x 20 ins. x 24 ft. long, 
both being clear, straight-grained wood. Between these 
there is a steel flitch plate %in. x 18 in. x 20 ft. long, all 
bolted together through their neutral axes. 

The weighing is done in astandard 100,000-lb. Riehlé 
machine, both being connected up with the sam2 pump, 
and the weighing machine being Piocked. The pluvgers 
of the two machines are of the same size, and therefore, 
except for the difference in the frictional resistances of 
their plunger packings, they should show the same loads 
for the same unit pressure in the pump. 

Since this large beam machine will place a load of 
100,000 Ibs. on a beam 24 ft. long, there has probably 
never been a wooden beam or a rolled iron or steel beam 
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which could not be broken on this machine if taken ina 
length from 20 to 24 ff. 

From the plotted results, loads and deflections, the 
modulus of elasticity and the total resilience of the tim- 
her up to the point of maximum loading in inch pounds 
per cubic inch of timber are computed in addition to the 
strength, : 

The Percentage of Moisture.—After breaking the 
beam it is next bored through 18 ins. from each end, and 
one-third the width of the stick from one side, and the 
borings used for determining the percentages of moist- 
ure. Prof. Bauschinger has shown that when the 
moisture in a stick falls below 20 per cent,, and especially 
when below 15 per cent., the strength increases very 
rapidly as the moisture dimishes. P t 

Specific Gravity and Width of Annual Rings.—The 
ends of the broken beam are now cut off, and used for 
inaking the other tests ‘named below. One of these ts 
weighed and measured, and the specific gravity deter- 
inined, The number of annual rings is also counted in a 
radial direction across the stick and the average number 
per inch js recorded, ; 

Crushing Endwise.—From each 4 « 4 ins, stick there 
is cut a section 8ins. long, and from each large beam 
there is cut acolumn 40 ins. long and 4 ins, « 4 in. in 
cross-section, and these are tested in compression end- 
wise until the fibres are crushed down and the maxi- 
mum load passed, , 

Crushing Across the Grain.—¥ rom each beam there is 
taken a section and crushed across the grain on an area 
4ins. x 4 ins. The maximum load is found to occur 
when the compression is about 3/ of the height, and 
hence this amount of distortion is taken as the standard 
and the compression load found at this limit, which is 
aiso considered a reasonable limit in practice. 

Tensile Tests,—The tensile strength is found by taking 
a piece Lg ins, «x 249 ins. x 15 ins, long, and cutting it 
down on circular curves to 3¢ ins, x 24¢ ins, at the centre 
and then pulling it on the 100,000 Ib, Keihlé machine. It 
is held between the ordinary flat wedge-shaped grips. 

Shearing Tests.—The shearing strength is found by 
pulling out the ends of slotted holes. A piece 2!) in. 
square is slotted 1 in, from each end, with a hole %4 in. 
in, Steel pins are inserted in these and pulled by means 
of suitable stirrups. ‘The two holes are cut at right an 
gles to each other and both are pulled out, thus getting 
the shearing strength both ways with reference to the 
direction of the annual rings. 

In all the above tests the direction of the rings is 
sketched in, and the records show also its exact position in 
the log and in the tree, so that all known pertinent facts 
are recorded, The reserved sticks will be tested some two 
or more years later after seasoning, which will be under 
shelter, 

There will probably be as many as 2,000 tests made on 
each of the more important species of timber, and when 
these are properly collected and discussed itis {thought 
that little will remain undiscovered in regard to the con 
ditions governing the strength of sound timber of all the 
common varieties. The work has begun with the South- 
ern yellow pines and oaks, six carloads of logs having 
been received and sawed to date. 

The specimen disks sent to Ann Arbor. Mich., are ex 
amined and studied by competent botanists of the Uni 
versity of Michigan, and photographs taken of the 
structural formation, 

Mr. B. W. Snow read before the economic section a 
paper on ** The Necessity for State Supervision of Rail 
way Extension.” 

Prof. Joseph Le Conte, of California, was elected 
president of the Association and Rochester, N. Y., was 
named as the place for meeting next year. 


Track Joints. 


At the Boston convention of the New England Road 
masters’ Association Mr. W. F. Ellis presented a paper 
on track joints, a part of which we reproduce. Within 
the last year and a half he has collected a large number 
of blue prints showing rail sections and track joints 
in use as standard on a good many different roads, The 
data given on these blue prints have been tabulated as 
below, 

The Chicago & Northwestern has in use on a great 
many miles base plates 24 in, long, same length as the 
two-tie angle bar in connection with angle bars. The 
c., B. & Q. has three-tie angle bars 35 in, long; ties 
spaced 16-in, on centres, the ends of angle bars lapped by 
each other by Zin. The Lehigh Valley has on two miles 
of track rails 45 ft. long, laid on the company’s suspended 
two-tie, six-hole angle bars 30 in. long, and rails cut on 
a mitre, centre holes, 4-in, centres. Some of the roads 
have in use different track joints, but I have intended 
to give what now or was in 1890 their standard angle 
bar. You have in New England to-day in use all the 
different angle bars enumerated, except six-hole, two-tie, 
suspended, 30 or 34 im. long. 

From a comparison of those in use these questions 
can be asked as regards the angle bar as a track joint: 
What should be its form or cross-seetion, its !ength, 
suspended or supported, with one, two or three ties under 
and four or six holes, form of foot and position of slots ? 
It has these duties to perform: Not to hinder the con- 
traction and expansion of the rail, yet at the same time 
the creeping of the track must be prevented. It must 
allow the wave motion of the rail ahead of the loaded 
wheel to pass outatthe end of the rail or be strong and 
elastic enough to continue that wave motion to the ad- 
joining rail, It must stand the shock downward of the 
loaded wheels, and not give laterally from wide gauge or 
badly worn wheels on track sometimes out of line, sur- 
face or correct gauge. 

1 would give the angle bar a head at least 1 in. 
thick, corners not sharp, the neck %& in. thick for 
inside and % in. for outside bar, and proportioned 
thickness at its foot so as to be somewhat similar to 
that shown with the 95-lb. B. & A. rail section,* which is 
of the Fritz-Sayre pattern, this foot extending out beyond 

. edge of base of rail *4 in. and bottom of foot to be level 
with top of base of rail, with a thickness of >, in. at its 
outer edge (the N. Y. C., C. B. & Q. and B. & M. 
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in its see 
tion as to allow the drawing in of the angle bars toward 
the web of the The length should 24 
suspended on ties, spaced 18 in. centres, 

; centre holes 4 in, centres, end holes 7 in. 
of inside bar should be 15¢ in, 
from end ; those of the outside bars should be 5 in. from 


and the web of rail, and such radius used 


in, 
with 


rail, be 
two 
four holes 
in centre, The slots 
eni; these holes to be round, Such angle bars, I believe, 
will not if the bolts are not allowed to be 
loose, and yet, through a non-positive nut lock, allow 
expansion and contraction, with a proper allowance for 
labor at the joint, and good ballast, the ends of the rail 
should remain in as good condition as the rest, 


break ; and 


New England Roadmasters’ Association. 


We continue from page 581 of our last issue the report 
of the annual of the New 
Roadmasters’ Association. 


ninth convention England 

The report of the Committee on Fences, Cattle Guards 
and Crossings was givenin that issue. The committee 
recommended a board fence at stations and in thickly 
settled places; a fence of braided wire elsewhere. It 
recommended a surface cattle guard, defining this so 
carefully as to practically indicate one pattern. The fol- 
lowing is the discussion on this report : 

DISCUSSION, 

W. E. CLARK (Vermont Valley): We have used the 
wire fence and are disgusted with it. We now use the 
Palmer picket fence and like it very much, 

G. W. SHANKS (New London Northern): We have used 
rail, wire and board fences, but the one which we have 
in use at present is the best which we have. yet tried. 
It isof woven wire, 4 5 mesh; the posts are set about 
8 ft. apart and the fence is very durable, It costs 37 to 
50 cents per rod, 

Regarding cattle guards I prefer the surface guard, 
but just which kind Lam not prepared to say. We are 
using now the common wooden slat, but I think there 
are better guards in the market. 

I, HOLBROOK (N. Y., N. H. & H.): We use the woven 
wire fence with the posts set about 10 ft. apart. We at 
first had some trouble with the wire sagging, but have 
since remedied that trouble. It makes a most excellent 
fence, and will keep out sheep and hogs as well as cattle. 

Mr. Smita (Northern): We are using barbed wire 
fence, but have some trouble with its breaking down in 
the winter. We put it up from three to five wires high. 
I am in f:vor of a board fence in preference to wire and 
I think that it suits the land owners better. 

Mr. Sipury (N. Y., N. H. & H.): We are using barbed 
wire fence and find that it gives good service. Our men 
go over sections twice a month to repair the fences. We 
are now putting up a three-strand braided wire fence 
which costs about 20 cents a rod. 

It was voted to substitute for the committee report on 
Fences and Cattle Guards the following: 





*See Railroad Gazette, March 13, 1891, 





Fences.—We recommend a board fence as better and 
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'y in, for a 4 in, spike, to have a good and tight Cattle Guards... We regard the pit cattle guard as re- 
fit to under part of head of rail and top of base} quiring to be superseded by some other form of 
so as to give ‘4 in, space between its head and foot | cattle guard. Werecommend a trial of the ‘‘ Common- 


sense Life Guard,” and a report upon its merits at a fu- 
ture meeting, and also a trial of all the forms of surface 
guards, 

It was voted to adopt tne report of the Committee on 
Grade Crossings, 

It was voted to substitute the following in place of the 
committee report on 

Joints.—A suspended joint is superior to a joint sup- 
ported by a tie, The present angle plates under 40 pounds 
in weight per pair require more material in their man- 
ufacture or to be so shaped as to give greater vertical 
strength for two-tie joints. 

A practical test shall be made of the present size of fish 
bolts, to ascertain if they are adequate to the increased 
strain put upon them by the greatly increased weight of 
rolling stoek. 

It was voted to substitute the following in place of the 
committee report on “To what extent can wear on en- 
gine driving wheel tires be allowed before general eco- 
nomy demands them repaired ¢”’ 

The the highest degree of safety 
demand that a‘; in. rut worn in the tire of engine 
driving wheels is the extreme permissible limit that 
should be allowed. We believe it advisable to recom- 
mend that an engine receive attention when the rut has. 
reacbed a depth of ,', in. 

Spikes and Tie Plates.—The committee on the best 
method of securing rails to ties recommended the Goldie 
teel spike, but made no definite recommendation as to 
the use of tie plates. The committee recommended that 
the gauge be widened on curves ,\ in. for each degree of 
curvature, not to exceed Lin. in all, The following is the 
discussion on this report : 

HISCUSSION, 

Mr. HoLBRooK: We have had no experience with the 
various patent spikes, and I think before committing 
ourselves it would be well to give them a trial. In re- 
gard to tie plates, we find that 12 men can put on one- 
half mile per day, and that the cost of spiking 
when the plates are on is no greater than before. I 
think that the tie plate will do away with braces on 
curves. We have used 10,000 of the Servis plates this 
year. 

A. C. STEVENS (Boston & Maine): The tie plate is an 
excellent thing to keep the rail in place, better 
than braces. They certainly save the life of the tie, 
and I would like to use them altogether. We use a 
few rail braces on sharp curves. 

Mr. HoLsrook : We have tie plates in use on a 16-de- 
gree curve. Previous to putting them in the ties were 
cut out; after putting in the plates we had no trouble 
with the ties cutting out. 

Mr. NEVENS (Maine Central): We bave used the Servis 
tie plate six years, and have 500,000 of them in use, and 
i consider that they are worth all that we paid for them 
to keep the track in gauge. They save one renewal of ties 
and the tie will not cut as bad with the plate as without. 
When we first put the plates in six years agol used 
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THE BRILL 


them on ties that had been in two years and they are 
now in good condition, We use them on an 18-degree 
curve and they goa good ways in holding up the rail. 
The tie does not rot under the plate nor does the plate 
bend, They are 8~ 4 in, 

Mr. Rogers (Boston & Albany): We are trying the 
Servis tie plate. Have used them a year and they stood 
the test through the winter. We like them very much. 
We are now laying 19 miles with 95-lb, rails and are 
using a plate on every tie, 

Mr. HatHaway: We put in 4,000 of the Servis plates 
in May last. We had no trouble in putting them on and 
they hold the gauge on straight lines and on curves, 
We think well of them and will probably use more next 
year, 

Mr. Post: We bought 3,000 of the plates last year and 
use them oncurves. We find that they give very good 
satisfaction. We use the 6 = 9 in. plate. 

The following resolutions were passed: 

We recommend the use of the Servis tie plate from 
motives of economy and for the preservation of the gauge 
of track. 

Track should not be spiked wider than the standard | 
gauge, except for curves that exceed 5’, 

The Goldie spike possesses superior merit, and we ad- 
vise a continued test of it. 

It was voted to hold the convention next year at Coo- 
ley’s Hotel, Springfield, Mass. 

The following new members were admitted to the as- 
sociation: John Sisk, N. Y. & N.E.;J. Jd. Richmond, N. Y. 
& N. K.; M. W. Aldrich, N. Y. & N. E.; Thomas Hogan, 
N. Y¥.& N. E.; John Walker, Boston & Maine; John 
Kilcourse, Housatonic; L. M. Muzzey, Boston & Albany; 
K.O. Hathaway, Connecticut River. 

EXHIBITS. 





The McMullen Woven Wire Fence Company, Chicago, II1., | 
samples of woven wire fencing, 


“MAXIMUM TRACTION” ELECTRIC STREET CAR 


Bryant & Barbey, Agents forthe Bryant Sawing Machine 
Company, mide several exhibition tests before the members. 
In one test the saw cut a hard Scranton 76-lb, rail on an angle 
m8 minutes. On the straight they cut the same rail in 7 min- 
utes. They also cut a 76 lb. Wharton girder rail in 10 minutes. 
In each of these tests two men operated the machine. 


A New Departure in Electric and Cable Cars. 


A growing tendency to the use of longer cars where 
the motive power is other than animal power has devel- 
oped the fact that but very little can be added to the 
length of acar of the ordinary type without consider- 
able sacrifice of the time taken to load and unload pas- 
sengers, and an increased difliulty in collecting fares on 
long cars having a platform at eachend. The use of 
electricity and cables as motive power and the quicker 
transit have much increased the number of passengers 
carried, and the railroad companies naturally seek to 
add to their carrying capacity in the most economical 
manner. To increase the seating capacity in a car with- 
out adding to the length occupied on the street by the 
present horse car, and to still enable one man to attend 
to the passengers and collect the fares are the two direc- 
tions in which this economy is reached, 

In a new car just completed for the Lindel! Railway 
Company, of St. Louis, by the J. G. Brill Company, the 
economical features above referred to are accomplished. 
This car is the invention of Mr. Jno. A. Brill, Vice- 
President of the J. G. BrillCompany, and the novel feat- 
ures embraced in it are covered by three patents. The 
most evident novelty is that the carhas no end plat- 
forms, but has a vestibule or platform near the centre of 
the car, which is open only on one side and connects with 
the two compartments by doorways. The front platform 
of an ordinary car has no use except for the motorman, 
carrying no passengers, and in this car the whole of one 
platform with its unnecessary length and weight is dis- 
pensed with. 
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The car is divided into two compartments separate 
from each other; the forward compartment is for the 
usual mixed passengers, and the rear compartment is in- 
tended primarily for the use of smokers, the larger being 
174 ft. long and the smaller 1014 ft. long. The seats in 
this car are placed transversely, with capacity for two 
persons on a seat on each side of the aisle, and there is 
a seat on the closed side of the vestibule for three per- 
sons. The seats in the car can be arranged if preferred in 
the usual manner of street. cars, that is, longitudinally 
on the sides, The total seating capacity of the car is ‘6 
persons. At one end of the single step there is a conve 
nient space guarded by a stout hand rail of polished 
brass for the conduetor to stand in, from which point he 
has complete control of the car, and can easily reach pag - 
sengers who require his assistance in getting on or off 
the cars. With this arrangement of the entrance near 
the middle of the car it is evident that the passengers 
will not require so long atime to get to or from their 
seats as they would where the entrance is placed 
at one end; and with the same reasoning the conductor 
can reach both ends of the car for collecting the fares 
with greater facility, and having this advantage one 
man can collect all the fares and attend to all of the par- 
sengers. 

An ordinary horse car is 23 ft."long, and with the horses 
attached occupies 45 ft. in the street and seats 22 persons 
and requires one conductor, The new style of car is 
only 31 ft. 6 in. extreme length and seats 46 persons and 
can be worked with equal ease by one conductor. As it 
carries as many passengers as two ordinary horse cars 
there is a saving of one conductor for a given number of 
passengers. The saving in wages alone on a line using 
100 cars is from $20) to $250 per diem, representing an 
annual saving of over $70,000, an amount sufficient alone 
to pay a dividend greatly in excess of the average divi- 
dend on street railroads, 
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ELECTRIC STREET CAR, WITH BRILL ‘MAXIMUM TRACTION” 
Built) by J. G. BRiLL Company, Philadelphia, Pa. 


TRUCK. 
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In cities with crowded streets like New York, Phila- 
delphia and Chicago, the saving of one-half the street 
space of cars isan item of enormous advantage. And 
this car is only 7!¢ ft. longer than the motor cars 
with vestibuled ends which seat only 22 persons. The 
motor man stands in a place 4 ft. long and 21% ft. wide, 
well sheltered but with complete view of the track. This 
space is partitioned off with mahogany panels and plate 
glass sash, by which he is freed from all crowding and 
interference by passengers. 

Another important advantage which this long car has 
over a train of motor cars and “ trailer” is the superior 
control in stopping the car, which in the train cannot be 
made to act as promptly as desired unless by use of the 
automatic brake, which is effective but costly. 

The Lindell Railway Company has ordered this car to 
be finished inthe most elegant manner, with solid ma- 
hogany, polished plate glass, embroidered !'inen shades, 
polished brass mountings, and seats where a passenger 
will not have to struggle for the 17 in. usually al- 
lotted to him. 

This car is fitted with Brill’s patented ‘‘ maximum trac- 
tion trucks,” on which more than 90 per cent. of the 
traction is upon the two pairs of driving wheels of the 
truck; and the peculiar form of the truck, entering the 
bottom frame of the car body, sets the car so low that it 
requires only a single step of the usual height at 
the entrance. The use of this style of truck on the New- 
ark Passenger Railway has made a great success of the 
operating of long cars at a time when the company was 
on the point of abandoning their use as being a failure 
by reason of the deficient traction and excessive height 
of the car body, which caused two steps to be necessary. 








Train Accidents in the United States in July. 


COLLISIONS. 
REAR. 


Ist, on Louisville & Nashville, {near)Wilder’s Station, 
Ky., a freight train broke in two, and the rear portion, 
consisuing of caboose and 7 cars, ran back down grade 
and into the head of another freight. Twotrainmen 
badly injured. 

3d, about 2:30 a.m.,on New York, Pennsylvania & 
Obio, at Ravenna, O., a passenger train which was 
detained at the station from 3 to 6 minutes was run 
into by a fast freight train, consisting Principally of 24 
loaded refrigerator cars, which followed the passenger 
train too closely, and, owing to the descending grade, 
entered the yard at considerable speed. The engine 
buried itselfin the rear car, which was filled with glass- 
workers going from Tiffin, O., to Corning, N. Y., 21 of 
whom were killed. 4 of them being crowded into the 
locomotive smokebox, 12 badly and 15 more or less 
severely injured. The second car from the rear, an 
empty sleeping car, and the third, a regular sleeper, 
were also badly wrecked, and a baby and its nurse in the 
latter killed. The wreck immediately took fire and 
nearly all the killed were badly burned. _ This collision 
was reported in the Railroad Gazette of July 10 and 17. 

7th, on Boston & Maine, at Kittery Junction, Me., a 
passenger train ran into the rear of another passenger 
train standing at the station, the approach to the station 
being onacurve. The rear car of the standing train 
and the engine and baggage car of the other were badly 
damaged. A trainman standng on the platform in the 
former was thrown off and injured. 

8th, on New York, New Haven & Hartford, at Hol- 
yoke, Mass., a passenger train ran over a misplaced 
switch and into some freight cars standing on a siding, 
damaging the engine and a coal car. Fireman and bag- 
gageman injured. 

Sth, at the Union Station, Baltimore, Md., a Maryland 
Central passenger train was run into at the rear by a 
Philadelphia, Wilmington & Baltimore passenger train, 
which entered the station at too high speed. Engine 
and rear car damaged. Two trainmen and one passenger 
injured, the latter by becoming frightened and jumping 
through a window. 

13th, on Pennsylvania, at Clearfield, Pa., a freight 
train ran into the rear of a construction train, throwing 
the rear car over an embankment, severely injuring an 
employé and bruising a number of others. 

26th, on Cleveland, Cincinnati, Chicago & St. Louis, 
near Galion, O., a freight train ran into the rear of 
another freight, wrecking engine and a number of cars 
and slightly injuring several trainmen. 

29th, 5 a. m., on Cincinnati, New Orleans & Texas 
Pacific, at Nemo, Tenn., the second section of freight 
train No. 17 ran into the first section of the same, wreck- 
ing the engine and 11 cars and 5 new engines, 2 of which 
were being hauled in the foremost train and 3 in the 
other. In consequence of the valuable character of the 
trains the conductors had special orders to run at moder- 
ate speed and cautiously, and they were both to meet 
another train at Nemo; but the second section, whose 
conductor was trying to run as far as possible in advance 
of a passenger train behind him, plunged into the first 
section at 30 niles an hour. Engineer and fireman in- 
jured. 

29th, on Missouri, Kansas & Texas, near Springtown, 
I. T., a wrecking train, the locomotive of which was dis- 
abled, was run into at the rear by a freight tiain, badly 
damaging the engine, caboose and several cars, and in- 
juring aconductor. The flagman of the disabled train 
had just been called in by the engineer preparatory to 
starting up, but the locomotive when tried would’ not 
move. 

And 14 others on 10 roads involving 3 passenger and 21 
other trains. 

BUTTING. 


2d, on New York & New Engiand, near Bradley, Ct., 
butting collision between two freight trams, wrecking 
both engines and Scars and killinga fireman. A tele- 
graph operator's failure to deliver an order is said to have 
been the cause of the accident. 

2d, on Chicago, St. Paul, Minneapolis & Omaha, near 
Mendota, Minn., collision between a freight train and a 
work train, making a bad wreck and killing 3 tramps. 
A considerable portion of the freight train was burned 
up. ‘The engineman of the freight treight train “ sup- 
posed” the freight train had passed. 

4th, on Central of Georgia, near Griffin, Ga., butting 
collision between an accommodation train and a freight 
train, seeker engines and a number of freight 
cars, The wrec 





took fire and 14 cars of the freight were ! 


came up. Several trainmen and a passenger were in- 
ured. 
' 8th, at 3:30 a. m., on Cleveland, Canton & Southern, 
near Bedford, O., butting collision between two freight 
trains, due to a telegraph operator’s failure to deliver an 
order. Both locomotives and a number of cars were 
badly wrecked and 3 coal cars burned up. Three train- 
men injured, two of them seriously. 
15th, on Denver & Rio Grande, at Pueblo, Col., butting 
collision between two switching freights, damaging both 
engines and derailing several cars. Brakeman fatally 
injured. 
24th, on Denver & Rio Grande, near Carlisle, Col., but- 
ting collision between passenger trains, due to misunder- 
standing of orders, wrecking the forward portion of 
both. Three trainmen and 2 tramps killed; one train- 
man and 3 passengers badly, and several other passen- 
gers slightly injured. 
27th, on Newport News & Mississippi Vallev, at Prince- 
ton, Ky., some empty passenger cars ran down grade 
out of a siding and collided with a freight train, wreck- 
ing one of them and badly damaging. the locomotive. 
Engineer fatally inju'ed. 
28th, on Philadelphia & Reading, at Williamstown, 
Pa., a passenger train ran over a misplaced switch, and 
into the head ofa freight train standing on a siding, 
doing slight damage and bruising 2 trainmen. 
28th, at 1:25 p. m., on Pittsburgh, Fort Wayne & Chi- 
cago, near Salem, O., butting collision between two 
freight trains, in which both engines and 11 cars were 
completely wrecked. One trainman injured. An opera- 
tor failed to deliver an order to the eastbound train. 
30th, on Cincinnati, New Orleans & Texas Pacific, near 
Donerail, Ky., butting collision between a nerthbound 
fruit train and a work train. The irregular train had a 
message stating what trains it must look out for, but 
this message was not incorporated into the regular train 
order, and the conductor and engineer claim that the 
train with which they collided was not mentioned in the 
a but operators who heard the message contradict 
them. 
And 12 others on 12 roads involving 1 passenger and 23 
other trains. 
CROSSING AND MISCELLANEOUS. 
6th, on Louisville, New Albany & Chicago, near La- 
fayette, Ind., collision between a freight train and a 
work train running backward, resulting in consider- 
nee Engineer killed and 2 other trainmen in- 
jured. 
7th, night, on Fort Worth & Denver City, near Ver- 
non, !ex., a freight train collided with 3 box cars which 
had got away from a switching freight at Vernon, and 
ran down grade on the main track. Two of the cars 
and ~ engine were badly damaged and 3 trainmen in- 
ured. 
, 9th, at the crossing near Perry, Ia., a collision between 
a Minneapolis & St. Louis ‘gue tg train and a Chi- 
cago, Milwaukee & St. Paul freight, in which the pas- 
senger engine was thrown down an embankment and 
the engineer killed. 
9th, at Moira, N. Y.,a Northern Adirondack freight 
train was backed into a Central Vermont freight, de- 
railing an.engine and 7 cars and killing a —- 
10th, on Great Northern, at Minneapolis, Minn., a pas- 
senger train ran into the side of a switching engine 
which was carelessly run from a sidifig onto the main 
track in front of it, doing some damage and killing a 
switchman. 
1lth, about 11 p. m., on Colorado Midland, at Aspen 
Junction. Col., collision at aswitch between an excur- 
sion train backing from one track to another and a 
freight engine coming out of a roundhouse, moving in 
the same direction, due toa brakeman of the former 
mistaking a signal which a switchman gave for the 
freight engine. The check valve of the locomotive was 
knocked off by the corner of the rear car, and escaping 
steam instantly filled it, all the doors and windows be- 
ing closed, and 7 passengers were scalded to death; 2 
died soon afterward and 6 were badly injured. 
14th, on [llinois Central, at Duquoin, IIl., a northbound 
passenger train ran over a misplaced switch and struck 
the mail car of a southbound passenger train on an ad- 
joining track, wrecking it and severely injuring 2 mail 
clerks. 
14th, night, on Pittsburgh, Cincinnati, Chicago & St. 
Louis, at Columbus, O., some cars of a circus train were 
pushed by a mischievous elephant and started down a 
grade, colliding with an engine standing ona siding, 
which, together with 2 cars, was badly damaged. 
15th, at the crossing at Fort Scott, Kan.,a Missouri 
Pacific passenger train was run into by a Missouri, Kan- 
sas & Texas freight train. The chair car was knocked 
off itstrucks and upset, injuring 11 pococnges’. 
22d, night. at Elmira, N. Y., a Lehigh Valley passen- 
ger train ran into the side of a Northern Central freight 
train moving in the same direction, wrecking the en- 
gine, bagmage car and 2 freight cars. Engineer killed, 
reman badly and baggageman — injured. It is 
said the passenger runner failed to heed the signals. 
26th, op Cincinnati, Hamilton & Dayton, at Hamilton, 
O., an excursion train which was delayed at the station 
by a broken coupling was run into at the side by a 
heavy freight train approaching on a curve, which, 
though flagged, was not controlled in season. The 
freight engine and three rear coaches were wrecked, 
killing 5 passengers. 
25th, on Mobile & Girard,*near Columbus, Ga., an extra 
freight train ran into a car loaded with poles, doing 
considerable damage and injuring 2 trainmen and 3 
other employés. 
28th, on Cleveland & Canton, at Valiey Junction, O., 
in aslight collision, caused by bad judgment in switch. 
ing the engine and several cars of afreight train were 
damaged and the engineer hurt. 
3lst, night, on South Carolina road, at Ridgeville, S. 
C., a passenger train collided with a freight train enter- 
ing, a siding, wrecking theengine. Fireman badly hurt 
and a man riding on the locomotive killed. 
And 14 others on 14 roads, involving 7 passenger and 


18 other trains. 
DERAILMENTS. 
DEFECTS OF ROAD. 


4th, at 7:25 a. m., on Kanawha & Michigan, near 
Charleston, W. Va., the 2 rear cars of a passenger train 
were derailed at and thrown off a 20-ft. trestle and totally 
wrecked. The conductor and 13 passengers were killed, 
4 passengers fatally engoret. and 47 others, with a mail 
clerk, seriously hurt. From all accounts it appears that 
the derailment was caused by the spreading of the rails 
resulting from burned sleepers. The engineer says that 
he saw a slight smoke as he approached the spot, but, 
being unable to stop, he put on full steam, and got the 
— and 3 cars over in safety. 

13tb, on Northern Pacific, near Spokane Falls, Wash., 
a local freight train broke through a trestle and fell into 
a ravine below. Fireman killed, another employé fatally 





| and several trainmen severely injured. Two of the cars 


contained horses and cattle. 

23d, on Wabash Railway, near Dunreath, Mo., a 
passenger train was thrown from the track by a broken 
rail. Threecars were thrown over an embankment, in- 
juring 4 passengers. The train was moving slowly at 
the time. 

29th, on Quincy, Omaha & Kansas City, near Kirks- 
ville, Mo., a passenger train was thrown from the track 
by the spreading of the rails under the locomotive. Two 
cars were upset, slightly injuring several passengers. 

30th, on Gulf, Colorado & Santa Fe, near Ardmcre, 
I, T., caboose and 6 cars of a freight train went through 
a bridge, badly injuring a drover. 

And 11 others on 9roads, involving 6 passenger and 5 
other trains. 

DEFECTS OF EQUIPMENT. 

Ist, on Norfolk & Western, near Ford's Station, Va., 
the crownsheet of the locomotive of a freight train was 
blown out, doing considerable damage; several cars were 
derailed. Engineer and a tramp severely scalded by es- 
caping steam. 

2ist, on Delaware, Lackawanna & Western, at Orange, 
N. J., the front tender axle on engine of a passenger 
train broke, derailing and smashing the tender and bag- 
gage car. Engineer and fireman injured. 

24th, on Lehigh Valley, near Warrior Run, Pa., a 
wheel broke under a car in the forward part of a coal 
train, and 25 cars were derailed and|piled up in a bad 
wreck. One brakeman killed. - 

25th, on Richmond & Danville, near Peach Tree Creek, 
Ga., 3 cars and the ca‘yoose of a freight train were de- 
railed by the dropping of a brakebeam. The caboose 
was thrown over an embankment and overturned, in- 
juring 3 trainmen. 

And 10 others on 7 roads involving 1 passenger and 9 
other trains. 

NEGLIGENCE IN OPERATING. 

10th, on Chicago & Northwestern, at Rose Hill, [ll., a 
freight train ran through a switch which had been left 
wrong by section-men, and collided with some box cars 
standing there, damaging the engine and half a dozen 
ears. Engineer badly hurt. 

15th, on‘Colorado Midland, near Cascade, Col., a freight 
train consisting of engine and 11 cars loaded with ore 
became uncontrollable in descending a steep grade, and 
was derailed at a curve and wrecked. Engineer and 
fireman killed. 

22a, on Delaware & Hudson, at Plymouth, Pa., a 
string of 24 loaded coal cars got beyond control on a 
siding and ran down grade onto the main track, where 
they were derailed at a switch and went over an em- 
bankment into acreek. Brakeman severely injured by 
jumping. 

22d, on Atlantic & Danville, near Boydton, Va. a 
constructrion train moving backward ran over a hand 
car and several cars were derailed and ditched, killing 
3 and badly injuring 4 employés. 

27th, on Central of Georgia, near Davisboro, Ga., a 
freight train was derailed at a point where track repairs 
were in progress, the engineer apparently failing to no- 
tice a danger signal. Locomotive and 4 cars derailed and 
damaged. Three trainmen injured. And 8 others on7 
roads, involving 4 passenger and 4 other trains. 

UNFORESEEN OBSTRUCTIONS. 


4th, on Michigan Central, near West Detroit, Mich., 
a freight train ran over a horse and the engine was de- 
railed and thrown over against some freight cars stand- 
ing on an adjoining track. Fireman killed and engineer 
badly hurt. 

4th, on Chicago, Milwaukee & St. Paul, near Lansing, 
Ta., the engine of a passenger train was derailed and 
thrown into the Mississippi River at a point where a 
large nut had been fastened to the rails with a wire, 
presumably by farmers’ boys. The engineer was killed. 

9th, on Evansville & Terre Haute, near Elizabethtown, 
Ind., a freight train ran over a horse and the engine and 
13 cars were thrown over an embankment and badly 
wrecked. Four trainmen injured, two of them seriously. 

llth, on Northern Pacific, at Marshall Grade, Mont., a 
passenger train ran into a landslide, derailing the for- 
ward portion of the train, injuring the engineer and 
killing two tramps who were riding on the trucks. 

22d, on Lake Tahoe Railroad near Glenbrook, Nev., 
a logging train ran over a calf, and the entire train was 
derailed and ditched, killing 3 laborers and injuring 
2 trainmen. 

22d, on Pennsylvania road, near Howard, Pa., a pas 
senger train ran over a cow, and the engine was derailed 
and ditched, killing the engineer and badly injuring the 
fireman and a man riding onthe engine. ; 

25th, on Chattanooga, Rome & Columbus, near Mission 
Ridge, Ga., the locomotive of a passenger train which 
was running tender-first was derailed by running over 
a cow, and thrown into the ditch. Engineer and fire- 
man badly injured. 

29th, on Philadelphia, Wilmington & Baltimore, near 
Charlestown, Md., a freight train was derailed and par 
tially wrecked at a point where a culvert under a 20-ft. 
embankment had been washed out in a freshet. Brake- 
man severely injured. 

29th, on St. Louis, Iron Mountain & Southern, near 
Judsonia, Ark., a passenger train was derailed on a 
curve where the roadbed had been impaired by heavy 
rains. The locomotive, the baggage and express cars 
and 3 coaches were ditched, injuring the firem an and 10 
passengers. 

And 11 others on 11 roads, involving 4 passenger and 
7 other trains. 

UNEXPLAINED. 


6th, on Atchison, Topeka & Santa Fe, at Willow 
Springs, I. T., a passenger train was derailed and engine 
overturned and wrecked, as was also the baggage car. 
Fireman fatally injured, engineer and several other 
trainmen slightly hurt. 

8th, on Missouri, Kansas & Texas, near Muskogee, I. 
T., a passenger train was derailed at a switch, and the 
mail bagmape, express and smoking cars overturned in 
the ditch. Three mail clerks slightly injured. 

9th, on San Antonio & Aransas Pass, near Houston, 
Tex., 5 cars of a freight train were derailed and ditched, 
injuring a brakeman. 

10th, on Louisville, New Orleans & Texas, near Ham- 
burg, Miss., a freight train was derailed, damaging two 
engines and several cars. Conductor killed and another 
trainman injured. 

17th, night, on Cincinnati, New Orleans & Texas 
Pacific, near New River, Tenn., a car ina freight train 
jumped the track, and was dragged 3 miles before the 
train was stopped, cutting off more than half the spikes 
on one side of the track, so that trains were delayed 5 
hours. 

21st, on Philadelphia. Harrisburg & Pittsburgh, near 
Mt. Holly, Pa., a passenger train running at speed was 
derailed at a curve and several cars upset. Express 
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messenger fatally injured and conductor and 2 passen- 
gers badly hurt. 

22d, on Cleveland, Cincinnati, Chicago & St. Louis, 
near Bellefontaine, O.. engme and 10 cars of freight train 
were derailed and ditched, slightly injuring engineer 
and fireman. 

24th, on Chicago & Northwestern, at Barton, Wis., 13 
cars of a switching gravel train were derailed and dam- 
aged. Owing to the negligence of a flagman a freight 
train ran into a wreck, slightly injuring several train- 
men. It is believed that the flagman fell asleep at his 

ost. 
. 28th, on Norfolk & Western, at Belspring, Va., the 
engine of a freight train was derailed and went over an 
embankment, killing the engineer. 

28th, on Pennsylvania, at Kinzer’s, Pa., engine and 7 
cars of a freight train were derailed and wrecked. En- 
gineer badly hurt. 

3lst, on Bellaire, Zanesville & Cincinnati, near Belle- 
aire, O., a car in passenger train was derailed at a curve 
and upset. Baggagemaster and 1 passenger injured. 

And 17 others on 15 roads, involving 3 passenger and 
14 other trains. 

OTHER ACCIDENTS. 

13th, on Philadelphia & Reading, at Philadelphia, a 
passenger train ran into a freight car which nad been 
struck by a runaway coal car and thrown over so as to 
foul the main track, disabling the engine. Engineer 
hurt. 

And 4 others on 3 roads involving 4 passenger trains. 

A summary will be found in another column. 








The Nickerson Rail Joint. 





The rail joint shown here has beenin process of de- 
velopment for some years. As first patented it was 
rolled from a sheet of steel of uniform thickness, the 
support being, practically, only that given by the plate 
under the base of the rail. Is will be seen that in its 
present state it consists of two fish plates united by a 
base plate, and, of course, the fish plates may be made of 
such section and weight as may be found necessary in 
any given case. The joint now rolled, which fits several 
standard sections of rail up to 70 lbs. per yard, weighs 
46 lbs. The bottom plate is 14 in. thick, and the web of 
the fish plates is % in. in the thinnest part. 

The joint is rolled open, and then bent to shape. It is 

2 rolled of such shape 
that the bending is 
all done in the short 
curves that fit around 
the outside of the 
rail flanges The 
slots for spikes are 
punched before the joint isclosed. The base plate is 
rolled, slightly cambered transversely, to get a certain 
contact with the base of the rail. The cuts show the 
joint slotted for use supported and also as a suspended 
joint. 

The jointis left looseenough to be easily slipped on the 
rail and then drawn up by the bolts. ‘he spring in 
joint acting against the nuts is counted on to prevent 
slacking of the nuts without the use of nut locks. 
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We are informed that this joint will be tried at once 
on the Old Colony, the Manhattan Elevated and the 
Long Island. The owners of the joint have only been 
reaay to furnish it within a few weeks, and therefore 
actual experience with it in track can not yet be re- 
ported. It is controlled by the Nickerson Rail Joint 
Company, 34 Union Park, Boston. 








Bridge and Mill Notes. 

The general outlook for bridge work is not very prom- 
ising, and a marked improvement may not be Ilcoked 
for until late in the fall. Among the larger shops, per- 
haps the Union Bridge Company is the busiest. It is 
said that they have work for a year ahead. The largest 
contracts they now have in the shop are the cantilever 
bridge at Memphis, nearly complete ; the 155th street 
viaduct for New York City, about 4,000 tons, just put in 
the shop, and a number of small bridges for the Mis- 
souri, Kansas & Texas. They also have considerable 
work for the Erie and the Lehigh Valley. 

The Pencoyd Iron Works are also quite busy, and have 
recently been turning out considerable tonnage for the 
third track for the Manhattan Elevated Railroad. 

On the other hand work at the Edge Moor Works and 
the Phcenix Bridge Company is very slack, although 
the former has anumber of contracts for the near future, 
including work for the B. & O. Southwestern, the C. H. 
& D., and other railroads. The latter shops are work- 
ing on the improvemeni to approaches for the Brooklyn 
Bridge and the Pecos River Viaduct for the Southern 
Pacific. 

Among the highway bridge concerns, the Wrought 
Iron Bridge Company, of Canton, O. has plenty of work. 
Its largest contract now in the shop isthe Twenty-first 
Street bridge for the city of St. Louis, a viaduct of about 
1,500 tons. 

The Elmira Bridge Company is running toits capacity, 
and is working principally on contracts with the Erie 
and Lehigh Valley, The shop is now in perfect running 
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order, and the company is turning outa high class of | the steel the company uses is now brought from Youngs- 


work, 

The Passaic Rolling Mill Company has its share of 
work. In conjunction with the foundry of the Cooke 
Locomotive Works it has special facilities for the manu- 
facture of drawbridges, and has several now in the shop, 
including a 200-ft. plate girder span for the Atlantic 
Coast Line, and shorter spans for the C. R. R. & Bank- 
ing Co., of Georgia, and the Wrightsville & Tennille. 
Among other contracts are the Weehawken viaduct, 
rapidly approaching completion; about 600 tons for the 
Maine Central, several spans for the D. L. & W. and sev- 
eral roofs. 

Cofrode & Saylor, the Philadelphia Bridge Works, 
have a fair number of contracts on hand, including 
heavy tonnage for the Philadelphia & Reading, and sev- 
eral bridges for the Pennsylvania and the Central of 
New Jersey. 

About a year ago labor troubles brought about the 
closing of the Elmira Rolling Mills. The Universal 
mill has recently been leased by N. D. Doxey & Co. and 
is now in active operation. Mr. Doxie was the former 
superintendent, and the company consists of J. F. 
Baillie & Sons, the well known commission merchants 
of Philadelphia. The mill will alsorol) high-test squares 
and no doubt will shortly furnish angles as well. 

The Erie has recently placed contracts for bridge work 
to the amount of 4,000 tons, of which 100 tons is for the 
Chicago & Erie, 500 tons for the New York, Pennsyl- 
vania & Ohio, and the balance for the lines between New 
York and Buffalo. The contracts are placed with the 
Union Bridge Co., Elmira Bridge Co., and Riverside 
Bridge Works. 

The Lehigh Valley has let the contracts for about 2,500 
tons for bridges on the Buffalo extension to the Elmira 
Bridge Co., Union Bridge Co. and Rochester Bridge & 
Iron Works. 

The Chicago & Eastern Illinois has ordered about 1,200 
tons of bridge work, the larger part of which is for the 
St. Louis extension. 

The Georgia & Alabama Construction Co. recently let 
the contract for a 237-ft. draw span and a 100-ft. 
through span for its bridge across the Chattahoochee 
River, to the Edge Moor Bridge Works. 

The West Virginia Central & Pittsburgh has recently 
ordered bridges as follows: Tygart’s Valley bridge No. 
2, comprising two piu-connected, through spans, 118 ft. 
long each, and two 50-ft. plate girder spans, and the 
Witl’s Creek bridge—a double track, skew, double inter- 
section, lattice girder span, 101 ft. long, tothe Youngs- 
town Bridge Co. Tygart’s Valley bridge No.1, a 150-ft., 
pin-connected, through, span and a number of plate 
girder spans of varying lengths, tothe Edge Moor Bridge 
Works. 

The New York Central has placed contracts for bridge 
work to the amount of 4,000 tons with the Elmira Bridge 
Co., Rochester Bridge & Iron Works, and Hilton Bridge 
& Construction Co. 

The Kansas City, Fort Scott & Memphis has had four 
heavy, plate girder spans, 95 ft. long, built by the Pen- 
coyd Lron Works. 








TECHNICAL. 


Manulacturing and Business, 


The Courtwright Mfg. Co., of Detroit, manufacturer of 
railroad hand cars and other supplies, will soon remove 
its works to Benton Harbor, Mich., where land has been 
purchased for new works. 


The following companies have been incorporated in 
Illinois: National Car Wheel Co.; capital stock, $100,000: 
incorporators, C. I. Billings, A. E. Peters, George Pat- 
ton; and the Automatic Car Journal Lubricator Co.. 
Chicago; capital stock, $1,000,000; incorporators, James 
B. Keogh, Robert B. Kendall, Robert S. McIntyre. 

The Combination Car Co. has been formed at Portland, 
Me., to manufacture a patent passenger car. The capi- 
tal stock is $100,000. The officers are: President, Daniel 
W. Scribner, Portlan1, and Treasurer, Gilman B. Bolton, 
Watertown, Mass. Directors: Daniei W. Scribner, Gii- 
man B. Bolton, Charles S. Gilman, Portland; Patrick 
O'Malley, Portland; Frank Chandler, Belmont, Mass.; 
Francis E. Robinson, Boston; William M. North, West 
Medford, Mass. 

The Standard Railway Gate Co. has been chartered in 
Maine to manufacture the Standard railroad gates, car 
couplings, etc. The amount of capital stock is $3,000,000, 
of which $700,000 has been paid in. The officers are: 
President, George A. Reynolds, Utica, N. Y., and Treas- 
urer, Edwin H. Risley, Utica, N. Y. The directors are: 
George A. Reynolds, Henry Hopson, Edwin H. Risley, 
William C. Harris, Eugene C. Kabler, and G. E. Gross- 
meyer, Utica, N. Y., and G. H. Dgett, Ilion, N. Y. 

The Extensible Car Step Co., of Kalamazoo, Mich., has 
been incorporated in Michigan with a capital stock of 

The car wheel works of Rood & Brown, at East Buf- 
falo, N. Y., have resumed work after being closed six 
weeks for repairs. 


The Norwood Car Replacer Co., of Baltimore, has de- 
cided to erect its new malleable iron works at Lam- 
bert’s Point, near Norfolk, Va., where it has been 
granted four acres of land with a valuable water front. 
The main building,which will be begun in October, is to 
be 100 x 400 ft., and generally two stories high. The cost 
of the new plant will be $100,000, 

The Thomson-Houston Electric Works, at Lynn, Mass., 
are now employing nearly 3,000 men. Recently, a large 
number of S. R. G. motors were shipped to Oakland, 
Cal., and three Robinson radial trucks, each equipped 
with two S. R. G. motors, are now being built for a rail- 
road at Rio de Janeiro, Brazil. 

Iron and Steel. 


The Merwin-McKaig Steel & Iron Shafting Co., of 
Cumberland, O., will remove to Youngstown, O., as all 
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town. 


The Maryland Steel Co. expects to resume operations 
at the Bessemer and rail mill plant at Sparrow’s Point, 
Md., this week.®As soon as possible the mill will be put on 
night and day turns. Delay in starting up on steel con- 
tracts was caused by some necessary readjusting cf the 
machinery. It is expectee that C furnace will be blown 
in within the next two weeks. 


The Southern Iron Co. has made Bessemer ‘asic steel 
from the ordinary cheap Southern white pig iron with 
no mixture, and the test made Aug. 25 at Chattanooga 
is reported to have been a success. The pig was melted 
in a furnace made especially for that work. 


It is stated that R. D. Smith & Co., of Birmingham, 
Ala., have leased the iron furnace of the Birmingham 
Furnace & Mfg. Co. at Trussville, Ala. 


The new puddling plant of the Boston Lron & Steel Co, 
at McKeesport, Pa.. was put in operation during the 
present week. There are 30 puddling furnaces. Only 
muck bar wiil be manufactured, which will be rolled into 
skelp iron by the National Tube Works Co., which owns 
and operates the plant of the Boston [ron & Steel Co. 


A charter has been issued to the Birmingham Iron & 
Steel Co., of Pittsburgh, with a capital stock of $50,000. 
The incorporators are W. H. Williams, J. C. Williams, 
Charles Large and T. M. Thomson. The new concern 
proposes to erect an open-hearth steel plant at Kensing- 
ton, on the line of the Allegheny Valley road, about 20 
miles from Pittsburgh. 

The Duquesne Tube Works Co., which recently erected 
large additions to its plant at Duquesne, Pa., has decided 
to increase the capital stock from $100,000 to $150,000, 
and will shortly add a rolling mill to its present plant. 


The Fourth Avenue Tunnel, 


In our last issue we gave an account of the signaling ar- 
rangements forthe Fourth avenue tunnel, New York City. 
We are able to give a few further facts. The lamps have 
been decidedly improved, the air space has been in 
creased, the lamps on the runner's side have a 6 in. plain 
lens, and those on the fireman’s side an 8'¢ in. corrugated 
lens. The new lamps are several times more powerful 
than the old ones. The Johnson interlocking machine 
will be used in conjunction with the Sykes instruments 
and all parts will be of the designs of that company. 
Briquettes for the Southern Pacific. 
The Southern Pacific Co. has imported a plant from 
England for the manufacture of briquettes for locomo- 
tive fuel. The machinery is being erected at San Fran- 
cisco. 
French and German Excavators on the Manchest r 
Ship-Canal, 


In ‘he course of a paper read before the Institution of 
Mechanical Engineers Mr. Leader Williams, the Chief 
Engineer of the Manchester Ship-Canal, gave some re- 
sults of excavating the canal with the large French and 
German excavators, or land dredges, as he calls them. 
These are essentially alike in design, consisting of a struc- 
ture designed torun on rails parallel with the line of 
canal, containing the machinery, and the fixed end of 
a ladder dredge, the free end of which works its way 
down into the excavation. These differ, however, from 
marine dredges in that the buckets while working and 
carrying their contents are drawn downward and to- 
ward the bank, where they dump into cars placed to 
receive the earth. The ladder, of course, is at right 
angles to the line of rails on which the excavator and 
cars run. There are four French and three German 
excavators employed on the canal, each costing about 
£2,400. 

The best days’ performanees of record by the 
“Frenchmen” are: 1,943 cu. yds., 1,624 cu. yds., 2,250 
cu. yds. and 2,025 cu. yds., the average day’s work 
having been about 1,500 cu. yds., and a bonus of two 
cents per cubic yard was paid on any excavation per 
day that exceeded 440 wagons, or 1,650 cu. yds. The 
daily expenses for one of these machines included the 
services of an engineman and fireman, and an average 
of 35 laborers, with coal, stores and repairs (the last 
item being heavy). The sum was about 60s. or $14.64 
per day, or say a little less than one cent per cubic yard. 

The best days’ works by the “German” were: 2,073 
cu. yds.; 1,736, 1,725 and 2,400 cu. yds. The daily aver- 
age was 1,416 cu. yds., with an average number of 36 
men. This machine weighs about 70 tons, being lighter 
fen the Frenchman, and generally less substantially 
puilt. 

In addition to the large first cost of these machines 
the heavily timbered roads and the precautions requirec 
to prevent their tilting over into the excavation brings 
the cost of excavation by them up to 1!¢ pence per cubic . 
yard in average soils, as against 3d. by “grabs” or 2d. 
by “steam navvies.” When large excavations are to be 
made in soft material with rapidity, the bucket dredg- 
ing systems give the cheapest and best results. But 
they will not excavate heavy or strong material. 

The total number of steam “navvies” and “ grabs’’ 
employed on the canal is given as 97. Those with eight 
steam dredgers (floating) have taken out from % to 1 
million cu. yds. per month. The total excavation for 
the canal aggregates 4614 million cu. yds., of which 
about 10 million cu. yds. is classified as sandstone rock. 

Cost of Brick Pavements, 


According to Mr. A. D. Thompson, writing in 7he Tech- 
nograph, the cost of the brick pavements so extensively 
used in the cites of central Illinois varies from $1.34 to 
$1.87 per sq. ye. Two courses of brick are gener- 
ally employed, laid upon a foundation of from 3 to 
5 in. of gravel or cinders rolled solid, with 1 in. of 
sand between the two courses. Decatur has 235,000 
sq. yds. of brick pavement, laid since 1884, which 
cost from $1.34 to $1.50 per sy. yd. The bottom 
course, of softer burned brick, are 2% x 4 x 8 in., and 
cost $8 per M, while the top course of harder burned 
brick are 24% x 344 x 7'¢ in., costing $9 per M. Sand 
cost 75 cents and gravel 60 cents per cu. vd., which are 
nearly average prices. In Champaign 7,000 sq. yds. were 
laid last year at a cost of $1.57 persq. yd., the coutractor’s 
estimate per square yard being as follows: Grading, 9 
cents, the dirt to be moved not more than 400 ft.; gravel 
and sand, using gravel for foundation, 15 cents; brick at 
$9 per M., $1.08; plank curbing, per sq. yd. of pavement, 
5 cents; laying and tamping the brick, 15 cents; sun- 
dries, 5 cents; total, $1.57. The one-course system has 
been used in Peoria, but the extra depth of foundation 
required, and the increased size of the brick employed 
5 x 7 » 12in.), would not seem to show any advantages 
over the two-course, system since the cost reaches $1.50 
to $1.70 per sq. yd. In Steubenville, O., however, where 
common-sized brick were used in the one-course system, 
the cost was reduced to $1, and even less, per sq. yd. 
This one-course system would appear to be economical 
where traffic is light. 
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EDITORIAL ANNOUNCEMENTS. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, erganizations and changes of companies 
in their management, particulars as to the business of 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
railreads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin 
ions, and those only, and in our news columns present 
only such matter as we consider interesting, and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless toask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronacae. 





In speaking of the nuisance of excessive noise from 
locomotive whistles, the Connecticut Railroad Com- 
missioners expressed the opinion, a year or two ago, 
that the general introduction of the chime whistle 
would cause the numerous complaints from people 
living near railroads to cease. Chime whistles have 
now become very common on various roads in New 
England and other localities where they were formerly 
unknown, and in view of some of the opinions ex- 
pressed about them it would be interesting to know 
whether the prediction of the Commissioners has been 
borne out by the facts. People who complain of whistl- 
ing have a two-fold grievance ; that is. the amount and 
the kind of noise. Further subdivision of the nuisance 
would be possible, but this will answer our purpose. 
The latter vart of the difficulty has been fairly 
well met by the chime. The evil-minded runner who 
finds happiness only in piercing people's ears with the 
sharpest note that can be made is thwarted. Thedole- 
ful note of achime whistle every five minutes is some- 
what depressing to people at a watering-place on a 
cold and rainy day, but still that is preferable to the 
vicious shrieks that formerly had to be endured. 
The amount of whistling, however, is still far beyond 
any reasonable limit. The practice of whistling for 
crossings that are well guarded by gates. and whistling 
three times for three crossings that are close enough 
together to be included in one warning, is still as com- 
mon as ever. . Runners who take four or five sec- 
onds or longerto make the crossing signal (——--), 
which can just as well be made in two seconds, are 
every where, and men with no music in theirsouls who 
make — - —-andserenely believe they have given the 
correct signal, seem to multiply every year. This 


know, and should not tell if we did know. It may be 
entirely against the plans of Messrs. Worthen and Par 
sons, and in favor of a tunnel much deeper than either 
of these gentlemen proposes; but whatever it is, it will 
be severely criticised by those who have presented 
plans, by those who have become partisans of others’ 
plans, and especially by the amateur engineers of the 
daily: press and the reviews. 

But the problem is one of extraordinary difficulty, and 
its successful solution must be a very carefully worked- 
out compromise. Everyone admits the great objections 
to any further fooling with the surface of Broadway. 
The condition of the pavement of that street, even 
when not actually torn up, is a disgrace to a civilized 
city. The obstructions to traffic caused by the constant 
opening of the street, and by breakdowns due to bad 
pavement, are a source of considerable money loss to the 
business men of the city; and itis by heaven’s mercy 
that the city escapes epidemics, the result of constant 
disturbance of the subsurface and of the incredible filth 
of the surface of its streets. Therefore, it is not won- 
derful that people should look with something like 
despair at the prospect of a brand new scheme for 
tearing up Broadway. But ascheme that would pro- 
vide for access to all pipes and conduits without ever 
disturbing the pavement again would be worth a good 
deal of present discomfort and a good deal of money. 

Moreover, the engineering aspect of a deep tunnel 
has been greatly changed by the results of the borings 
that the Commission has caused to be made. It ap- 
pears that for a very considerable part of the distance 
from the Battery to Union Square the material at the 
level that a deep tunnel would have to take is sand so 
fine and devoid of grit that it may be classed as quick- 
Tunneling through this material will be diffi- 
cult and dangerous even by the shield method, and it 
is probable that this method is the only one that will 
But there must be four tracks, and if 
the tunnels are circular in section it will probably be 
found that it will be cheapest to have a tunnel for 
each track. The expense, therefore, would very likely 
be as great as that of a tunnel near the surface with a 
gallery for pipes, etc. 

A further consideration that must enter is that the 
new railroad will have to compete with the most effi- 
cient system of rapid city transit that has yet been 
constructed. On either side of it are the tracks of the 
elevated railroad, which carry 600,000 people a day 
with a remarkable degree of speed, comfort and safety. 
Tuis is said with intimate knowledge of the night and 
morning crowds, and with due consideration of the 
meaning of the words used. The new route must be 
so acce. sible and so attractive that it will draw away a 
good deal of the business of the existing roads, as well 
as create new busiress. It is obvious that access to the 
stations of a tunnel near the surface will be easier and 
quicker than to those of a deep tunnel. 

But here again comes in a complication. <A tunnel 
near the surface can be reached by fewer steps than 
the platforms of the elevated roads, but at some depth 
it will be necessary to use lifts. Then must be consid- 
ered the sizeand speed of elevators that can handle 
the morning and evening crowds and the cost of con- 
structing and operating them. 

It will be seen that the selection of the best plan 
for building the proposed subterranean railroad is a 
process that requires the nicest and most judicious 
balancing of many considerations, not only ofa tech- 
nical but of a commercial sort, Therefore it seems as 
if it would be as well for the critics to abate their 
zeal for a while and not assert quite so positively that 


sand. 


be considered. 





nuisance of long blasts in place of short ones is nctice- 
able on the Boston & Albany, where the crossing sig- 
nal was, until lately, a single blast. The runners on 
that road now oppress the residents along the line three 
or four times worse than formerly. It is clear that 


municipalities whose people desire to lead areason.- | 


ably quiet life will have to do something more than 
exchange sharp whistles for cracked ones. 








Rapid Transit in New York. 





Some weeks ago we gave a brief outline of the plans 
for the construction of the rapid transit railroad under 
Broadway, as submitted to the Commission by Messrs. 
Worthen and Parsons, the Commissioners’ engineers. 
These plans are now in the hands of a board of ex- 
perts, all well known engineers, for consideration and 
report. 

It will be remembered that Mr. Parsons’ plan is for 
two double-decked tunnels, with a gallery between 
them to carry the pipes, conduits, etc., which are now 
scattered in an inextricable confusion just under the 
surface. Mr.Worthen’s plan is for a four-track tunnel 
somewhat deeper, leaving the pipes and surface un- 
disturbed. 

What the decision of the experts will be we do not 


|a system of tunneling which was successful in London 
| clay must be equally successful in New York quick- 
| sand and rock; and that an equipment which handles 
| less than 15,000 passengers a day at a speed of 12 miles 
|an hour would meet the needs of New York. 

By the way we have heard a great deal of the 
**Greathead system” as having settled this most diffi- 
cult matter for all time. We should like to have the 
advocates of this *‘ system” tell us just what it is and 
why it is *‘ Greathead.” If the name is applied to the 
excellent and very successful method by which Mr. J. 
H. Greathead drove the tunnels for the City & South 
London Railway, it is well enough applied to that one 
enterprise. But it would be quite as just to call this the 
Hobson system, for in 1889-90 Mr. Joseph Hobson did 
afar greater and more difficult work by the same 
method. The St. Clair tunnel, of more than twice the 
diameter of those of the City & South London, was 
driven with twoshields, designed by Mr. Hobson, and 
built in Canada from plates rolled in the United 
States, and the tunnel was lined with cast iron. But, 
in fact, this method of tunneling was used as long ago 
as 1870, in New York City, by Mr. Beach, and in 1872 
in Cincinnati for an 8-ft. tunuel. Therefore, perhaps it 


back still further to the first Thames tunnel which was 
completed in 1846, with a shield designed by Brunel. 
Therefore we may perhaps, after all, call it the Bru- 
nel system. 

It cannot be that the name 1s supposed to cover the 
method of hauling trains by electricity, for that had 
been done by many people in various lands before the 
City & South London Railway went irto operation, 
and we have been told that Mr. Greathead first in- 
tended to work his tunnel by cables, Then what is 
the ‘‘ Greathead system?” 








The Load of Freight Locomotives. 


The question of the most economical load for freight 
engines is an old one, but late events give it a fresh 
interest. The pressing need for immediate economy 
in every direction, that all railroads have felt the last 
two years, has kept the motive power equipment at a 
minimum. The annual wave of traffic, which begins 
with the movement of the crops this year, promises to 
reach a maximum. In fact, notwithstanding hard 
times and low prices the volume of freight hauled last 
year was far greater than ever before in the history of 
railroads. The tons hauled were 701 millions, an in- 
crease of 13 per cent. over 1889; and the ton mileage 
was 79,000 million, an increase of 14 per cent. So with 
the growing necessity for economy on one hand and 
the constant increase of volume of work to be done on 
the other the old question has a new importance. 
Moreover, the Jimit of repairs has on some roads been 
reached and the operating department finds ‘tself 
directly dependent upon repair shops for motive 
power, anda decrease in the repairs required on the 
engines is clearly seen to directly increase the facili- 
ties for operating the road. On one road in par- 
ticular this state of affairs has become so intensified by 
an increase of freight that a movement has been 
started to reduce the leakage of flues and boiler repairs 
by a better proportioning of loads and speeds to keep 
the work demanded from the locomotives within the 
economical limits. 

It is not uncommon to hear officers of the mo- 
tive power department say that the only limit to loads 
that are given to the engines by the superintendents is 
that of maximum hauling capacity, and this is done 
regardless of the economical limits of loading. Of 
course this« annot be carried far without actually re- 
ducing the amount of work that can be done witha 
given equipment of locomotives, and increasing the 
cost of doing i‘. 

In seeking to determine the most economical load 
there are many elements to be considered, some of 
which conflict with others. To get a given traffic 
over a road with a given locomotive equipment, 
the loads must not be co great as to prevent making 
the running time of trains. Then the locomotives 
must not be overworked so as to disable them, and 
thus soon reduce the number of engines out of the 
shops and fit for work. Disregard of these conditions 
actually defeats the object of promptly handling the 
traffic offered, without respect to economy. But 
economy and celerity of traffic movement must be 
studied, and therefore it is necessary to consider the 
cost of repairs, the fuel consumption and the wages of 
crews. 

Wages and running time, and toa less extent fuel 
consumption, have always received considerable atten- 
tion; but the effect of different running speeds, with 
varying loads, on the rate of fuel consumption, and the 
resultant effect on the boiler repairs, has been gener- 
ally neglected. To get the best results, not only in 
economy, but in actual work done, will require a 
thorough comparative study of all the elements. This 
can probably only be made by keeping records of the 
repairs of engines thatare under and over loaded and 
by watching the effects of overloading on the ton- 
miles hauled by given engines. Want of accurate 
knowledge of allthese matters leads to serious mis- 
takes. For instance, a case isat hand where the oper- 
ating department was crippled from lack of locomo- 
tive power, and in ignorance of the real effect, crowded 
heavy loads on the engines, hoping thus to keep the 
terminal yards clear ot freight. The natural result 
was to reduce the ton-miles per day for each locomo- 
tive, and to fill the engine houses with boiler repairers 
without either clearing the terminal yards or pro- 
ducing any desirable result. In this case, fortunately, 
the side-tracking of several important trains and 
numerous delays caused by crippled engines, com- 
pelled the motive power department to stir itself in 
defense, and to make clear the real causes of the de- 
lay. A chance was given the motive power depart- 
ment in this case to arrange trains so as to perform 
more ton-miles per locomotive per day. The results 

were highly gratifying. Smaller loads, with more uni- 








should be culled the Beach system. But we may go 








form and higher speeds, produced a marked decrease 
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in delays and repairs, and a surprising increase in the 
tons hauled per day with the same locomotive equip- 
ment. 

Such an experience teaches the need of absolute har- 
mony of purpose and action between the train-operat- 
ing and motive power departments. Superintendents 
and trainmasters cannot be expected to know as much 
as the motive power department about the most 
economical loads for locomotives, when considering 
only the fuel, wages and repairs. On the other hand, 
the most economical load from the standpoint of the 
locomotive department will generally be too small 
when the advantages of an increased ton mileage 
per day are considered. The efficient and economical 
loading limits lie between what would be the economi- 
cal load, a minimum, as chosen by the master mechan- 
ics, and the maximum as chosen by those officers who 
are chiefly concerned to get cars over the road. Thus 
is shown the importance of such records as _ will per- 
mit the matter to be approached upon a scientific 
basis, and the loads and speeds to be determined with 
due regard to gradesand alignment of track and power 
of engines, 








Hand Brakes on Freight Trains. 





In commenting upon a recent rear collision, where a 
freight train was handled very carelessly, we said that 
the crew, in setting up the defense that the brakes 
were poor, offered a Jame excuse for their neglect. A 
Tennessee correspondent objects to this view, on the 
ground that many freight car brakes are very poor, 
and that to stop a freight train at any given point the 
brakes must generally be applied a long distance in 
advance, say from one to three miles, according to the 
grade. On his road the freight conductors have to 
appeal to the dispatchers to avoid making meeting 
points at certain stations because it requires so much 
time to properly reduce the speed; and they actually do 
run past a desired stopping place as much as a mile, 
sometimes. 

Our correspondent’s facts are all right, but their 
very commonness makes our argument against the 
freight crew that did not stop all the stronger. Every- 
body knows that freight cars with poorly desigred or 
poorly adjusted brakes, or good brakes out of repair, 
are pretty sure to be encountered in nearly every 
freight train, and freight brakemen especially are 
familiar with this state of things constantly. This 
being so, and their well recognized duty being to 
secure safety first of all, what justice or reason can 
they claim for their argument when they claim to 
have expected all the brakes in their train, or even 
half of them, to prove thoroughly efficient on the first 
trial ? 

It is true thatin the case referred to the required 
speed was high. We do not know whether the 30-mile 
rate was intended as the maximum limit for every part 
of the road or as the average between termini. I* the 
latter, the speed on favorable grades and at points 
most remote from stations must have been consider- 
ably higher and the responsibility of the company for 
dangerous running correspondingly greater; but yet if 
the trainman once admits that itis his duty to stop at 
a certain place, he can hardly claim to be much of a 
brakeman if he says that he doesnot know where to 
begin to apply the brakes in order to make the stop. 

Where the superintendent prescribes high speed and 
cautious running, that are wholly incompatible with 
each other, it requires a good deal of moral courage, of 
course, to tell him that he is demanding impossibilities. 
Asit is well known that this courage is possessed by only 
a small percentage of conductors and enginemen, even 
after we eliminate from the list those who delight in a 
bit of recklessness now and then, the duty devolving 
on the superintendent is all the more pressing. He 
must have the moral courage to refuse to issue orders 
for risky running, even though the traffic department 
clamors for it, the directors encourage it, the trainmen 
make no objection and competitors lead him on. 

In discussing the neglect of these freight trainmen we 
spoke without much qualification, because the preva- 
lence of inefficient brakes is a matter of such long 
standing. Even those roads which fit out their own 
cars with good brakes and keep them in good repair, 
are constantly borrowing enough from other companies 
to keep their trainmen well posted. It may he a ques- 
tion, though, whether the general condition of hand 
brakes is not growing worse year by year. With the 
improvement in the rolling stock department that has 
been effected by the spread of information many evils 
have been corrected; and there are superintendents 
who say that the danger of trains eluding the control 
of the brakemen on heavy gradesis smaller than it 
was a few years ago. But, on the other hand, the rap- 

idly increasing use of 25-ton and 30-ton cars, the fail- 
ure of brakemen to fully appreciate this fact and to 


always set brakes on the heaviest cars first, the exist- 
ence of heavy cars with too small brake shoes, and the 
overloading of cars whose brake shoes are all right for 
normal loads, leads other superintendents to regard the 
brakeman’s task as more difficult now than formerly, 
and to accept with some leniency the excuses based on 
these considerations. 

But whether it is easier or harder to hold trains (of 
the same weight) in a proper manner, there is no ques- 
tion that with the heavy trains now run, and without 
additional brakemen, increased caution is necessary; 
and the division superintendent is the man to see that 
this necessity is understood by all trainmen. He has 
so much better opportunity to study all phases of the 
matter and to learn the various causes which need to 
be guarded against that he should not trust to the like- 
lihood that every brakeman will promptly learn all 
the kinds without assistance. 

The air brake is going to cure most of this trouble in 
a few years, but the reform has not yet got far. Driver 
brakes take the place of brakemen to a considerable ex- 
tent. but we frequently see instances where the brake- 
men place too much dependence upon this fact. 








The Australian Brake Trials. 


Further examination of the Australian brake trials, 
given in the Railroad Gazette July 31, 1891, reveals that, 
in the emergency stops with mixed trains with the 
brake shoes one inch away from the wheels, the retard- 
ation was about 414 per cent. greater than in the tests 
with the empty 50-car train in this country in 1887, 
while from the fact that the Australian cars were con- 
siderably loaded it would be natural to expect that the 
rate of retardation would be much less. The following 
table gives the results of these two sets of tests reduced 
to a comparative basis by a process of calculation which 
has generally been followed in this country, which is to 
compare the results on the assumption that there is a 
a uniform retardation during each stop. In point of 
fact, however, the rate of retardation varies from a 
small minimum at the first instant of application of the 
brakes to a high maximum during the last few feet 
of the stop. This renders an absolutely accurate com- 


brakeshoe slack, as the cars had only four wheels, and 
there would, therefore, be only one-half the amount of 
total slack in the brakeshoes to be taken up on the Aus- 
tralian four-wheel cars as on the American eight-wheel 
cars, 

The brakebeam pressure on the American train was 
about 65 per cent. of the total weight of the empty cars. 
That given in the Australian report under the head of 
“Percentage of weight braked,” is 58 and 65 per cent. 
Now, as many Australian cars were loaded, it is evident 
that the brakebeam pressures were relatively larger in 
proportion to the weight of the empty cars in the case of 
the Australian than in the American train. This fact 
that there was about the same percentage of total weight 
braked in both cases, regardless of the loading, accounts 
somewhat for the difterence in the calculated retarda 
tion of the shoes on the two classes of trains, 

A slight difference in the handling of the brakes would 
make considerable difference in the result in this way : 
At aspeed of 35 miles per hcur the veiocity of the train 
is51 ft. per second. A loss of one second either by slow- 
ness of application by the engineer or by the recording 
apparatus would permit the train to run 51 ft. further 
than if no time was lost. Fifty-one feet is 10 per cent. of 
the average distance in which the train was stopped. 
The same recording apparatus was not used in Australia 
as in the United States, and it is possible that there may 
have been a difference in this respect which would ac 
count for some of the differencein the rate of retard 
ation, as calculated. The large difference in the length 
of any stop whick may be caused by a small loss of time 
in application, is seen from the foregoing. Perhaps 
there may have been enough difference in the cases now 
being compared in the time of application of the brakes 
between the movement of the engineer’s valve handle 
and the attainment of full brakebeam pressure to ac- 
count for the difference in the calculated rates of retard- 
ation. As has been before stated, the shortness of the 
train and the relatively larger cylinders might, in the 
case of the Australian train, have reduced the time re- 
quired to fully apply the brakes, and thus have decreased 
the distance run from the point where the engineer's 
valve was actuated to the point where the full brake- 
beam pressure was attained. This would give a shorter 
distance frem points of application to full stops with 
the same friction between the brakeshoes and the wheels 











TABLE SHOWING COMPARATIVE RETARDING FORCES oF B 











RAKESHOES IN AMERICAN AND AUSTRALIAN BRAKE TRIALS, 


REDUCED TO A UNIFORM SPEED AND A LEVEL TANGENT. 
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the train, due to their rotation. 








parison extremely difficult where the time, distance and 
grade vary. The common method of comparison is 
sufficiently accurate where there are small differences 
in these quantities, but it is not satisfactory where the 
difference is great. 

The average per cent. of grade, the resistance of which 
is equal to the retarding force of the brakeshoes, as given 
in next to the last column of this table, is, for the Ameri- 
can train, 8.95 per cent., and for the Australian, 9.32 per 
cent. These figures would indicate that for some reason 
or other the brakeshoes were about 414 per cent. more 
efficient on the Australian mixed train than on the 
American empty train. Whether this is all explained 
upon the assumption that brakeshoe friction with 
the Australian shoes is greater for the same brake beam 
pressures we cannot tell, as there is not sufficient in- 
formation given in the report to allow a result to be 
reached. Then there are other differences in the condi- 
tions which might make the variation shown in the 
table. For instance, the Australian train was considera- 
bly shorter, and the brakes may have applied quicker. 
Again, it is understood that the cylinders were larger in 
proportion to the brakebeam pressure and the total 
slack in the brakeshoes. If this is so, then the brakes 
would apply quicker and the one inch distance between 
the brakeshoes and the wheels, which has been re- 
marked as being an element which would increase the 
length of the stop and reduce the efficiency of the brake, 





was perhaps no disadvantage. It is natural to suppose 
that the cylinders were larger in proportion to the total 


Norte.—In the above table allowance is made for the frictional resistance of the journals, etc., at 10 lbs. per ton, which is 
equal to an up grade of five-tenths of one per cent., and the total energy given includes that which is stored in the wheels of 


than would be had with a train on which the full brake- 
beam pressure application was delayed. It may be neces- 
sary toadd here that sand was not used in the Australian 
trials. , 

In the table we have used both the percentages of re- 
tardation determined by independent calculation and 
those given in the official report; but these last figures 
seem too low from the knowledge that we possess of the 
character of the train. The cars were four-wheel cars, 
and, as nearly as can be determined from the data given, 
weighed empty about 8,100 lbs., and loaded 19,233 Ibs.; 
partly loaded cars averaged 15,816 lbs. The wheels used 
on foreign four-wheel cars of this kind are heavy, and 
their weight is generally considered to be greater in pro- 
portion to the weight of the car than is the case in this 
country. This also appears to be true from calculations 
which we have made to determine the radius of gyra- 
tion of several different patterns of steel tired wheels. 
These calculations show that each pound of weight in 
such wheels has about 69 per cent. additional stored 
energy due to its rotation over and above each 
pound in the train itself. On this assumption, if 
the weights of the wheels in the cars used in the 
Australian tests are as great as English goods wagon 
wheels are stated to be, there would have to be 
added about 14% per cent. to the energy stored in the 
train, due to its weight and velocity in order to include 
the energy in the wheels due to rotation. From the 
results it would appear that in the Australian report 
about 7.2 per cent. additional energy was added for the 
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wheels, which is about right for three-quarters loaded 


ogie trucks, and with the ordinary 33-in. chilled wheels, Accidents creseeeeeeeeeeee B 4s 1.81 4.61 5.06 3.7 

: . TENE ncarcccceeons ecosee Be 2.2 2 ok Zhe 

and corresponds with the figures for American cars used | Pijuped. aE 3:03 174 545 8°74 
at the Burlington brake tests. Average per accident : 

The percentages of retardation, as we would make | ie OA 0.469 «0.2780. B82—S«O0.369 

them, average 9.94, instead of 9.32, as given in the| Injured... ........... ee | 1.672 1.028 1.077 2.317 


Australian official report. Using these figues the brak- 
ing efficiency in Australia is shown to be even greater 
than that given above, and leaves a still larger amount 
of difference between those tests and the American to 
be accounted for. 

It would be interesting to know just what kind of 
brakeshoes were used, their length and style of hang- 
ing, as it is now generally conceded that a brakebeam 
pressure does not carry with it a true idea of the per- 
centage of weight of the train which is braked, for 
the reason that with the same brakeshoe pressure a 
change in the length of the shoe or in its material may 
alter enormously the effectiveness of the brakes and give 
a different percentage of the total weight braked. We 
believe there is sufficient difference between the pub- 
lished results of the Australian and American brake 
trials to permit some valuable lesson to be drawn when 
we are in possession of the entire data and complete de_ 
scription of the train, 





July Accidents. 

Our record of train accidents in July, given in 
this number, includes 73 collisions, 91 derailments and 5 
other accidents, a total of 169 accidents, in which 92 per- 
sons were killed and 212 injured. The detailed list, 
printed on another page, contains accounts only of the 
more important of these accidents, All which caused no 
deaths or injuries to persons are omitted, except where 
the circumstances of the accident as reported make it 
of special interest. 

These accidents are classified as follows : 


But- Crossing 








COLLISIONS: Rear. ting. and other. Tot’l. 
Trains breaking in two........... 3 os a 3 
Misplaced switch ..............0606 2 3 2 7 
Failure to give or observe signal. 5 2 7 i 
Mistake in giving or understand- 

MP MNNEUIING cc ddscwakkocse bem comedic cs 6 2 
OOM 6 655655066 cneasaceans 5 3 9 17 
CHE osc hcuweds Sicene ~ 8 8 8 24 

WOM scan wkcd < Kreteaccscancxans 23 22 28 73 

DERAILMENTS : 
Rr 3; Careless running........ 3 
Loose or spread PORE Sei conc, AOAGIBLORE hiss coe ccceees 1 
Defective bridye............ 4 | Track repairers.......... se 
Defective switch............ 2) Bad loading .......... me 
Defective frog .......... se... 1] Animals on track....... . 10 
Broken wheel......... P 3 | Tamme. ..- 2.0005 coe § 
| ee ee eee | ,, |. Aer 5 
POMOUEEGOR, «6: 6.00000 5500035 Malicious obstruction. . 1 
Fallen bri ukebeam...... ao Purposely misplace d 
Broken drawbar...... eeebias in a aan pa 
Boiler explosion.... ........ DT CRORPIAINGT.... 0056 c0c0. 28 
Misplaced switch........... 4 91 
Runaway train.............. 2 
OTHER ACCIDE} 

Cylinder explosion Pcp edhe Shashh sc ALMeROhne bh kehesode 2 

SRE INI ae ci ticic Gown aes bnc enh eens cues rsesaeecis 3 

” 
Total ea WE OI aia i5 hos kee price desacevesecns 169 


\ general classification shows : 
Col- Derail- Other 
lisions. ments. ace’dts. Total. P.c, 
16 10 








Defocte Of POG vs:0000006 028050 i 6 a 16 
Defects of equipment........ 3 14 2 19 il 
Negligence in operating...... 46 13 2 61 36 
Unforeseen ene ae 20 1 21 12 
La ero 24 28 c 52 3L 

‘ae ee y eT Ter ree re 91 5 169 100 

The number of trains involved is as follows: 

Col- Derail- Other 
lisions. ments. ace’dts. Total. 

PINE. oi seakas acne oe 31 31 5 67 
Freight and other......... 107 63 2 172 

I cS ine eaencsreraan 138 4 7 239 

‘The casualties may be divided as follows: 

Col-  Derail- Other 

KILLED: lisions. ments. Accidents. Total. 
BEDIOT Os iasccce- — Sesane 19 19 - 20 
PRRROMEIOTE 50a. s 00s, 000 Ie 7 n: dt 
CU chs ces eakereens a” © 2 - 9 

| eRe y Per one 38 ne 92 

INJURED: 
Employés.......... Oe 42 48 he 91 
Passengers. . See eeden tion 52 68 ste 120 
RE et ey een er se ; - 1 

WAGE: icc taceseveshaessad . 117 1 212 


The casualties to passengers and employés, when 
divided according to classes of causes, appear as fol- 
lows: 





Average per day : 


The general conditions this month were more favor- 
able than usual, as will be seen by the number of em- 
ployés killed, which is 37 per cent. less thanin July of 
last year, and below the average in that month for the 
last four years; but more passengers were killed than in 
any month since October, 1888, when 66 were killed at 
Mud Run, Pa. ‘The total for that month was 70, and for 
August, 1887, when the Chatsworth disaster occurred, it 
was 80, Aside from these two months there is none in 
the last five years so bad as that now reported. The 
average number of passengers killed for the first six 
months of this year was 4° per month and for the whole 
year of 1890 it was 145. The Quincy disaster occurred 
in August and Shoemakersville in September of 
last year; omitting those two months the aver 
age number of passengers killed per month in 
1890 was 101. The 54 passengers killed last month 
are all included in four accidents, and 49 of them in the 
three most serious cases—Ravenna, Charleston and 
Aspen Junction. Nothing of importance concerning the 
causes of these disasters has been published since they 
were discussed in the Railroad Gazette. At Aspen 
Junction a verdict by a coroner’s jury was followed by 
orders for the arrest of the conductor and brakeman for 
negligence, but nothing has appeared to impair the con- 
clusion which we drew at first, that the vital fault was 
in the construction of the locomotive. A coroner made 
a lengthy report on the Ravenna collision, and in gen- 
eral drew correct conclusions. He held the engineer of 
the passenger train guilty of carelessness in not notify. 
ing the conductor that he intended to stop to do work 
on his engine, and also blamed the watchman at the C, 
& P. Junction for not holding the freight. The report- 
ers, however, find that the rules make this no part of 
the watchman’s duty. Superintendent Matson dis 
charged the following men of train No. 8: Conductor 
Boynton, Engineer Pendergast, and Brakemen Boynton 
and Kingert. Of the freight, No. 82, Conductor Young, 
Engineer Holman and Brakeman Helmbaugh were dis- 
charged, 

The butting collision near Carlisle, Col., on the 24th, 
is noticeable from the fact that one of the trains (the one 
which was infringing on the rights of the other and was 
running at high speed) was dependent on hand brakes 
entirely, the air apparatus having been disabled a short 
time before. While it is true that in years gone by pas- 
senger trains were run at high speed without power 
brakes, instances must be rare in which there is any ex- 
cuse for doing so now, except where there is a long view 
ahead. The Bay View collision of last year should have 
sufficiently shown the importance of holding to very 
strict account every conductor or engineman who runs a 
train without the best brake power. 

Another accident which should be heeded as a warn- 
ing was the derailment by a cow at Mission Ridge, Ga., 
on the 25th, where the engine was running tender first. 
We do not know but this tender may have had a cow- 
catcher, but we do know that many engines are run at 
high speed backward without cow-catchers, 

The derailment near Cascade, Col., on the 15th, was a 
disastrous one, the grade being very steep (211 ft. per 
mile, it is said). The coroner, who investigated the case 
and decided to ho!d no inquest, makes the following 
statement: 

All trains descending the mountain are required to 
stop at Cascade for an inspection of the air and hand 
brakes and running gear of engines and cars. No tratn 
is allowed to leave Cascade until the engineer, the con- 
ductor and inspector have signed a certificate to the 
effect that the air and hand brakes are in perfect order, 
and the engineer has the necessary air pressure to hold 
the train down the mountain. The rate of speed is 
twelve miles per hour for freight trains. A safety 
switch is provided on the steepest grade one mile east of 
Cascade. The investigation shows that the air brake was 
working perfectly, as well as the hand brakes. Notwith- 
standing the fact that this train was beyond control be- 
fore it arrived at the safety switch, the engineer, evi- 
dently under the impression that he could check the 
speed, blew the signal for the main line, which fact is 
testified to by all employés, including the engineer, who 
made this statement before he died. 


The partial suffocation and consequent death of an en- 





Pass. Pass. Emp. Emp. 
: killed. injured. killed. ar ae 
Defects of road...... aici Pace 17 55 3 
Defects of equipment...... <i oa 1 é 
Negligence in : erating. .. 37 52 15 52 
Unforeseen »bstructions 
and malic tousnens Laas os 10 6 
UNORPIAMOE... 5. crsicaecess os * 3 4 16 
Ws 6 i skeknes Daerina san . 4 120 29 91 


Twenty-five accidents caused the death of one or more 
persons each, and 40 caused injury but not death, leav 
ing 14 (62 per cent. of the whole) which caused no 
personal injury worthy of record. 


The comparison with July of the previous four years | 
I 4 p ; 


shows: 

1891. 1890. 1889. 1888. 1887. 
COME ose sre rtenk ee 72 84 72 61 D 
Derailments.......... ..0. 91 59 638 86 
Other accidents 


6 10 
Total 149 143 157 





Employés killed. 47 29 48 49 
Others 63 23 10 12 17 
Employés injured. Lecekeak = 116 73 92 107 

TE oe oe 11 133 74 77 1 
Pi ussenger trains involved 67 64 62 63 


53 | & Northwestern engine in Chicago at 3 o'clock on the 
3| morning of the 4th, killing 1 passenger and injuring 4 


54| York and Galveston, have been withdrawn and will be 


| gineer on the Southern Pacific, July 30, in consequence 
of stopping in a tunnel when his train broke in two, was 
| mentioned in the Railroad Gazette of Aug. 14. Near 
Rock Bridge, Lll., on the 16th, two brakemen were riding 
on the pilot of a locomotive when it struck a drove of 
horses, killing both men. Near East Palestine, O., on 
the 9th, a brakeman sent out with a flag sat down on the 
end of a tie, fell asleep, and was fatally injured by a 
train which struck him. A train on an electric road at 
Tacoma, Wash., was derailed by a cow on the I4th, in- 
juring a number of passengers. At Birmingham, Ala., 
on the 29th, a “dummy” train was struck by a freight of 
| the Kansas City, Memphis & Birmingham, injuring one 
| or two passengers. A street car was struck bya Chicago 


| 
| 
| 
| 
| 


: 
| 


others. 





The Morgan Line steamships, running between New 


run to New Orleans instead. This is in the line of con- 
solidation of interests and facilities, which is seen in all 
large enterprises. The Southern Pacific Company has 
the real terminals of its railroad system at New 
Orleans, thence making connection with New York 
and the Eastern seaboard by the steamers of the 
Morgan Line. The main line of the Southern Pacific 
runs from New Orleans thrcugh Houston and San An- 
tonio to Ei Paso, Tex. From Houston south to Galves- 
ton there is water communication through which barges 
are floated. There is also rail connection by the Inter- 
national & Great Northern and by the Atchison, Topek¢ 
& Santa Fe. From Houston northward runs the Hous- 
ton & Texas Central, owned by the Southern Pacific, and 
the most prosperous of the interior Texas roads. From 
this brief description it appears that the greater part of 
the Southern Pacific traffic can be handled via 
New Orleans. On the other hand, the prominence 
of Galveston as the only Texas port of conse- 
quence and as the ocean port for Houston and 
the roads centering there, makes that city the centre for 
a good part of the Texas outward and inward traffic, 
particularly cotton. No doubt Morgan’s steamers got at 
Galveston a good deal of cotton and other traffic which 
would not have gone to New Orleans in any case. Nev- 
ertheless, the Southern Pacific system will be best served 
when each part is managed in the way which will pro- 
mote the interests of allthe other parts. In this view 
the system as a whole will probably be benefited by the 
concentration at New Orleans, even if the withdraw- 
ing steamships lose something of their old traftic to 
the Mallory Line or to ocean tramps. A determination 
to evade the Texas Railroad Commission’s rates on cottoa 
has been mentioned asa reason for this change of boats, — 
but as most of the criticisms of this cotton tariff were 
uttered before the tariff came out or its contents were 
known, it is impossible to say now what basis there is 
for the complaints made against it. The Galveston 
steamers have only run during the cotton shipping sea- 
son, 


We took cecasion recently to speak of the mistake that 

some of the private car companies are making by put- 
ting on air brakes that have not been proved and _ per- 
fected by actual experience. They are doing an injustice 
to the railroad companies and prejudicing the interests 
of the air brake at the same time. In that article we 
mentioned the Westinghouse because it is the best 
known and most generally used, and it is admitted that 

any successful freight train brake must interchange 
with it ; but of course we did not intend to exelude other 
brakes that have demonstrated their efficiency and re- 
lie bility of action. The New York Air Brake, for ex- 
ample, has now been so extensively used that reliable 
records of its performance can be obtained, and we do 
not put it in the category of untried brakes. We are in- 
formed that itis in use on about 75 railroads, among 
which are the following: New York, Providence & Bos- 
ton; New York & New England; Maine Central; Fitch- 
burg; New Jersey & New York; Louisville & Nashville; 
Cincinnati, New Orleans & Texas Pacific; Illinois Cen- 
tral; Kansas City, Ft. Scott & Memphis; Mobile & Ohio; 
Iowa Central; Chicees, Rock Island & Pacific ; Chicago 
& Eastern Lilinois; Mexican Central; Burlington, Cedar 
Rapids & Northern; Winona & Southwestern; Cleveland, 
Cincinnati, Chicago & St. Louis; Savannah, Americus 
& Montgomery; Toledo & Ohio Central; Columbus, Hock- 
ing Valley & Toledo; Columbus, Shawnee & Hocking, 
and the Cornwa'l. From these railroads the man or 
corporation proposing to buy air brakes can get such 
records of use as will show the value of the New York 
air brake and therefore need not buy in the dark. 
Similarly, the Boyden has now had considerable use in 
regular service on actual railroads and has made its 
record, 


Mr. C. P. Huntington writes in the September North 
American Review under the title ‘A Plea for Railway 
Consolidation.” He starts with the proposition that 
“‘the remedy for rate wars . . . is consolidation or 
joint ownership.” It has long been known that Mr. 
Huntington holds this theory, and that he is not alone 
in it. Itis held by a great many men who can be sus- 
pected of no personal bias—statesmen, jurists and finan- 
ciers, whose personal interest in the welfare of the rail- 
roads is the same asthe interest of the nation, and 
we may say of the world. In fact, this doctrine 
is written boldly across the face of events, and 
any one who thinks much about railroads must be 
familiar with the idea. Consolidation of railroad 
properties on a large scale began a good many years ago. 
The action of the Inter-state Commerce Law has served 
to make more apparent to candid observers the advant- 
ages to the railroads and to the public of further con- 
solidation. In fact, the alternatives which the most 
careful and the ablest students of railroad matters see, 
are modification of. the law, consolidation, or bank- 
ruptey. The first effect of joint ownership, in Mr. 
Huntington’s estimation, would be to get the 
“minimum cost of transportation and therefore the 
maximum benefit to the public and to the roads.” Power 
to pool, with judicious control of the pools, will give the 
same benefit, to an extent at least, and give it sooner, 
more simply and perhaps with less danger and alarm to 
the public. The argument is very simply stated in Mr. 





Huntington’s article. He endeavors to show that rail- 
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road corporations are but combinations of individuals, 
and that these corporations can best serve themselves 
and the public when they are least hampered. 








The Railroad Commissioners of Texas have issued their 
first general tariff, which is a commodity tariff on grain, 
flour, etc., hay and salt. The rate on grain for 10 miles 
is 5 cents per 100 lbs., for 100 miles 104% cents, 
for 200 miles 15% cents, for 500 miles ‘2 
cents. Between competing points the longer lines 
may charge the short line rate without reducing 
rates to intermediate points. Joint rates over two or 
more roads are 20 per cent. less than the sum of the 
locals. These rates apply only to the more prosperous 
roads, a number of lines being authorized to add 10 per 
cent., and some of those still smaller being exempted en- 
tirely. The Commissioners on Aug, 22 issued a general cot- 
ton tariff to take ettect Sept. 14. The rate for 10 miles is 10 
cents per 100 lbs., for 100 miles 38 cents, for 500 miles 65 
cents. A special clause, which is not very clear in the 
telegraphic account, provides for meeting water competi- 
tion between Houston and Galveston. Permission is 
also given to stop off cotton to be compressed, under 


THE RAILROAD GAZETTE. 


The Cost of the New Lock at the ** Soo.”’ 


The excavation for the new lock is completed and con- 
struction has commenced. Gen. O. M. Poe, the engineer, 
publishes the following estimate of its cost, viz.: 


Nn ree EES kee Fs Rae ee $195,392 
eer CU GEINN DONE 55 caer cececssccnscveceoeccee-0as 230,000 
POP CUIVERCS ONE TOCK BOOP. .........ccccsccccccccvccescces 455,000 
POF MASORTY OR 1OGK WEMS.........6..00cccc0e0cce00sce0c0 930,000 
NI cane ind oda cine cibenkabemeessen aan sane 250,000 
Cg I EIR nea 100,000 
RP REED ORD... ccccccd co. nscnescvcsoence 732,000 
eT EMI 5. cars nbasege eeseaks *enuaearee 191,000 





For building pier in front of Fort Brady Reservation 


and extending northeast pier................0 ..-++- 90,600 
....., .. 6aneeeneS ae 44,000 
For building canal office, warehouse, fireproof vault, on 

Dis Adke Kao tine sede dhesh reds beekeadheiantsssens? 0050 75, 





For engineering and office cxpens 310,000 
a I co ois whale eee eebeee 25,00) 
For contingencies, 25 per cent.............-..-0+- soos, ee 

bi astsecatibiube: “ticks Sevenchetaiasielscaesesann $4,585,865 


As our readers may remember, this lock is to be 800 x 
100 ft. in plan, with a lift of 18 ft. over a depth of 21 ft. 
on the mitre sills, making it the largest lock in the 
world, and it will probably carry the heaviest traffic. 
The lock walls will SS about 1,200 ft. long and contain 
some 70,000 cu. yds. of masonry. The excavation for the 
lock has been in progress about two years and a quarter. 
During this time 242,000 cu. yds. have been taken out, 





minute regulations. The long and short haul is also 
suspended, as in the grain tariff. It is said that the new 
cotton rates are about 15 per cent. less than those now 
in effect. The Commissioners have, during their brief 
official existence, approved a large number of local 
changes in tariffs, commodity rates, etc. 





The application of the Indiana, Lilinois & Iowa for 
membership in the Western Freight Association, which 
is reported from Chicago, is a sizable straw indicating 
the harmoniousness of the relations now existing be- 
tween the Western lines. That road is in a very inde- 
pendent position, and has been able to secure a good 


deal of freight, for the very good reason that it offers the 


shortest and quickest line to important points; and as it 
offers this advantage to a number of roads both east and 
west of itself, it has been able to sleep quietly o’ nights 
while all these other roads were distracted by the fight 
for business. But the application to be taken into the 
Association must have been made at the solicitation of 
connections, and the circumstance indicates that they 
must have been thoroughly agreed in demanding such 
action. Everything tending to keep them at odds would 
be a direct incentive to the independent road to remain 
independent, and we must conclude that the indications 
of the last few months, going to show that the Western 
roads are getting over some of their old recklessness, 
are not without some solid basis. 








NEW PUBLICATIONS. 


Transactions of the American Society of Civil Engi- 
neers. June, 1891. 

This issue contains an unusual number of papers, and 
papers of unusual interest. There are, in fact, six differ- 
ent papers, with more or less important discussion upon 
them. The admirable report of the Committee on the 
Causes of the Failure of the South Fork Dam is the first 
and most important paperin this number. It is illus- 
trated by direct-process cuts from photographs and by 
numerous line drawings. Altogether this report and 
the discussion which follows it will probably authorita- 
tively close up this ma‘ter, so far as technical discussion 
goes. 

Enyineering Association of the South, Selections from 
Papers presented during the Fiscal Year 1889-90. 
Nashville: University Press, 1891. 

The title of this pamphlet explains its scope. In con- 
tains the following papers: The Slide Rule, by Edwin 
Thacher; the Natchez, Miss., Water Supply, by Wm. 
L. Dudley ; the Louisville and Jeffersonville Bridge, by 
R. L. Engle; Test of the Holly-Gaskill Pumping Engine, 
by G. Reyer; Coke Making in Western Kentucky, by John 
B. Atkinson; President’s Annual Address, John Mac- 
Leod; Biographical Sketch of Charles Lee Jungerman, 





TECHNICAL. 


Defective Bridges in England. 
The Midland Railway Company (England) report that 
since the accident on the Brighton line they have had 
their bridges examiced and intend to proceed with a 
reconstruction of 181 old cast iron bridges during the 
present year and to expena £85,000 in putting their line 
in a safer condition. As Sir John Fowler reported that 
the bridges on the Brighton road were neither better 
nor worse than the average of British bridges, it is 
probable that there will be a great deal of bridge build- 
ing in the United Kingdom during the next few years. 





The Wickes Tunnel. 
The Montana Central Railroad Company is going to 
have the Wickes tunnel lined with brick and stone, The 
tunnel is 6,112 feet in length, and the work will be done 
by contract. 

Electric Headlights, 


The National Electric Headlight Co., of Indianapolis, 
is equipping additional engines on a number of roads 
which have been using the lamps for the past year. 
Orders have also been received from' the Chesapeake & 
Ohio and the Cincinnati, New Orleans & Texas Pacific. 


Screw Ferry-boat on the Pacific Coast. 
The Northern Pacific Construction Co. will build a screw 
ferry-boat to run between San Francisco and Saucelito. 
It will be the first screw ferry-boat on the Pacific coast. 
It will have three decks, including a restaurant and bar, 
and will accommodate 3,000 people. 


100,000 cu. yds. of which were sandstone and 12,000 yds. 
Jcomphet of the two old locks superseded in 1881. The 


completion of this canal, with the deepening of the con- 

| necting waterways, will be of great advantage to the 
| Northwest, giving new life to its shipbuilding and 
carrying industries. Now vessels can only load to a 
depth offa little over 14 ft. ; when the proposed improve- 
ments are completed the same vessels can load to 19 ft. ; 
this means for such a vessel as the E. C. Pope an addi- 
tion of 60 per cent., or about 1,800 tons to its paying load. 
Even if no larger boats are built, this must reduce freight 
charges on the lakes below the rates which have been 
charged during the past three years. 


THE SCRAP HEAP. 


Scrap Notes. 

The Boston & Maine has issued an order prohibiting 
heads of departments from allowing any of their help 
vacations with pay. 

The Adirondack & St. Lawrence is to build a round- 
house at Herkimer, N. Y., with about 25 stalls. The 
| building will be erected by John Nelson, of Herkimer. 

The plan of closing the freight houses in Pittsburgh 
and Ailenous at noon on Saturdays has been satisfactory 
“ far. The period for early closing terminates Septem- 
yer 15, 

The New York, Lake Erie & Western has just finished 
filling in the trestle approaches to the bridge over the 
West Shore road, near Broadway, in Buffalo. N. Y. The 
trestle is 3,900 ft. long. The work has cost about $21,000, 
and required about 116,000 cubic yards of earth. 

The third annual report of the Denver & Rio Grande 

, Relief Association, just issued, shows that 12,029 cases 
were treated by the surgeons during the year. The num- 
ber of cases in the hospital was 1,337. The receipts for the 

| year were $69,560 and the expenditures $39,202. 

Thirteen persons were killed and 40 injured in a rear 
collision in Switzerland, Aug. 17. The Paris express 
train on the Jura-Simplon Railroad crashed into an ex- 
| cursion train as the latter was taking the side track at 
| Zollikofen, completely wrecking the rear car, which was 

filled with excursionists on their way to Berne. 
| Superintendent Murphy, of the Macon & Brunswick 
| Division of the East Tennessee, Virginia & Georgia, has 
| ordered that “‘trainmen on passenger trains, when not 
performing other duties, shall station themselves at the 
| end of the car at which the air brake attachment is 
located, so that in case of an emergency they may 
promptly apply the brake and stop the train.” 

Section 205 of the new Kentucky State Constitution 
provides that ‘*‘ any state, district, city, town or county 
officer or member of the General Assembly or judge who 
shall accept a free pass or passes, or shall receive or use 
tickets or transportation at reduced rates not common 
to the public, shall forfeit his office. Itshall be the duty 
of the General Assembly to enact laws to enforce the 
provisions of this section.” 

The California State Board of Equalization has com- 
pleted the assessment of railroads. 'This year the total as 
sessment is $42,070,000, about $2,000,000 increase over last 
year’s values. Only the roads operating in more than 
| one county are assessed. Values are also fixed on all the 
| franchises, except those of the Central and Southern 
Pacific, which have a national franchise. The Pullman 
Car Company is also assessed on its cars for $14,000. 

A furious storm and cloudburst on the night of Aug. 
23; did great damage to the Philadelphia & Reading and 
the Reading & Columbia roads in Lancaster County, 
Pa. Near Wernersville, just after the locomotive of a 
freight train passed over a culvert in safety, the culvert 
was washed away, and the entire train of 10 cars plung- 
ed into the opening. Eight dams were washed away at 
Mohnsville. The bridge and three piers of the Reading 
& Southwestern Railroad at Hendleton and a mile of 
track were swept away. The damage to farms and crops 
was very heavy. 

The switchmen’s strike on the Peoria & Pekin Union, 
which has stopped freight business in Peoria since 
Aug. 17, came to an end Tuesday night, when the 
strikers made an unconditional surrender. 

General Manager Bradbury, of the Lake Erie & West- 
ern, reached an amicable agreement with the striking 
freight trainmen on Tuesday. The men return to work 
at the same pay received before they struck ; the com- 
pany agrees to re-employ them all; the company within 
five days is to submit a new schedule of wayes to the 
men and will dismiss the suit in the United States Court; 
no, discharges are to be made because of the strike. 

Mr. and Mrs. Herman Oelrich, of New York City, last 
week made a quick run across the continent in the Wag- 
ner car Grassmere. Leaving San Francisco at 7 p. m., 
Aug. 15, Ogden was reached at 6:30 a. m. the 17th. They 
left at 8:30 a. m., and on arriving at Green River at 4 p. 
m., their car was attached to the Union Pacific fast 
mail, which brought them into Omaha at 4:20 p. m. on 
the 18th. Leaving that point 10 minutes later via the 
Burlington, they arrived at Chicago at 8 o’clock the fol- 
lowing morning. Herethe car was attached to the New 
York and Chicago Limited over the Lake Shore & Mich- 
igan Southern, departed at 10:30 a.m.,and arrived at 
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was 4 days 16 hours 10 minutes. This is said to “beat 
the record"; but the Jarrett & Palmer train (June, 1876) 
went from Jersey City to Oakland in 3 days 11 hours 45 
minutes. 


New Stations and Shops. 


It is reported that the company bas completed the ne- 
gotiations for the purchase of 65 acres of Jand in Cum- 
berland, Md., for the erection of its mills, shops and 
freight yards. Within a few weeks ground will be 
broken, and when the improvements are finished the 
company will move itsshops from Keyser, Piedmont and 
Martinsburg to Cumberland. 

The Rome, Watertown & Ogdensburg has decided 
to erect a new station at Carthage, N. Y. It will be of 
brick, trimmed with marble, and will cost about $10,000, 


Plans and specifications have been prepared for the 
new car shops of the Florida Central & Peninsula at 
Fernandina, Fla. 

The Seaboard Air Line machine shops at Raleigh, N. 


’ ‘ 


C., will probably be removed to Monroe, N. 

The new iron freighthouse of the Baltimore & Ohio 
at Pittsburgh, which is 110 x 620 ft. long, is nearly 
completed, The building and other improvements have 
cost about $400,600. 


Highwaymen Attack a Freight Train. 


On the morning of Aug. 20 a freight train on the Kan- 
sas City, St. Joseph & Council Bluffs stopped at Murray’s 
Switch, about three miles from Kansas City, to get a 
signal for the bridge over the Missouri. While the train 
was standing there the conductor was faced by two 
masked men with revolvers, who robbed him of such 
cash as he had in his pocket and his watch. They then 
shot and killed a brakeman who was standing on the 
top of one of the cars and escaped to the woods with no 
other plunder than what they had secured from the con- 
ductor. 


International Railroad Congress. 


The Commission of the International Railroad Con- 
gress was to have held a meeting last Saturday at 
Brusssls to nominate a President in place of M. Albert 
Fassiaux, who died last spring. It was believed that the 
choice wovld fall upon M. Alfred Picard, Inspector Gen- 
eral of Ponts et Chaussées and President of the Bureau 
of Public Works of the Council of State. M. Picard pre- 
sided over the third session of the Congress, which was 
held in Paris in 1889, 


Railroad Concession in Honduras, 


Robert L. Martin and David A. Courter, of Chicago, 
have secured a concession and land grant from the gov- 
ernment of Honduras, in Central America, for building 
a railroad in that republic from Lrionia, on the north 
coast, to Tegucigalpi, the capital of the country. The 
distance to be traversed, including branches, will be 
about 350 miles. The government grants nine square 
miles of land for each mile of road built, together with 
remission of duties and taxes, and grants many other 
very valuable franchises, privileges and exemptions, 
The concession is considered one of the most liberal and 
valuable ever granted by any Central American govern- 
ment to an individual. The concessionaires propose to 
arrange at once for an early commencement of the work. 
They have formed the Honduras Improvement & 
Transportation Company, of which D. A. Courter is 
Seer ce Thomas Saunders Vice-President, and A. H. 
Jones Secretary and Treasurer. 


London & Northwestern Railway of England, 


The following figures are from the semi-annual report, 
six months ending June 30, 1891, computed at $5 to the 
pound sterling. 





Karnings. 
TL cc .. setussbsaseabtarrse be hehekah bee eeenenen $8,411,910 
DRUAtstG Gc ds cane heheh ekeedudescondedreudancesbaseds 10,073,945 
ht ciccay s6cdnatseasserbavbawaddiatsaneeensede 6,203,500 
a i ea eh oa alls oe 419,720 
Parcels, horses, carriages and dogs. .................- 1,772,550 
SL 35h cchdndhawessrbedukshpsctebateeessabnnneesceshee 466,735 
Rents, etc........ - sebeenel wsen , 483,040 
Dividends, interest, etc.......... aia des baakene 433,065 
Balance brought forward from previous report...... 550,495 





$28,850,560 
Expenses, 


Working oupapene picedeneceex #600600d0000as60c008000% $15,452,880 
Interest on debenture stock .. ...... .....ceeee veeeee 2,000,475 
Chief rents. leases, etc. . » Weebenses aveereee 514,470 


Dividends declared as follows: 
Four per cent. on guaranteed and preference 
stocks; 64 per cent, ou consolidated stock...... 
Balance carried forward.............. ea << he . 
$28,850,560 
PasBOMwOTS CATTICT 2... coccccccccccccccces sooses eee 29,671,185 
Freight and minerals ................ e00055 .. Tons 18,678,371 
Mileage of passenger traind........ ......eeeeeeeeeee 40,271,201 
PETEORO CL TRGRIME GEGEN. ooo cccccccce socsecsccceccens 10,124,885 





Lake Superior Ore Shipments, 


The Marine Review of Cleveland states thac the total 
shipments from Lake Superior mines up to Aug. 1 
amounted to 2,885,000 gross tons, as against 4,053,000 tons 
shipped up to the same date last year. This is a de- 
crease of 1,148,000 tons, but as our shipments did not fairly 
commence this year until June1, at which date in 1890 
some 2,000,000 tons had been sent forward, the move- 
ment for June and July has been satisfactorily large. 

It is doubted if more than 6,000,000 tons of iron ore 
will be brought down this season. 

The Jron T'rade Review tabulates the receipts of ore 
for this season at Lake Erie ports as follows: 

Percent. of Percent. of 





Rank, Port. receipts, "90. receipts, "91. 

1 Bisa eéavrcccdcesoese 32 30 
2 err eee 29 2 
3 16 19 
1 ~ 4 
5 7 8 
6 4 7 
8 SI bc00ccenessdun-oo ° 2 3 
9 PNG 6ncedecdsessdcnccesad 0 0 

100 100 


The receipts for this year were 1,998,131 gross tons, 
leaving 886,896 tons for South Chicago, Detroit, etc, 


The Sliding Railroad. 

Articles of incorporation of the Barré Sliding Railway 
Co. were filed in Illinois last week. It is proposed to 
construct a road from Cottage Grove Avenue, Chicago, 
along Midway Pleasance, through Jackson Park. The 
capital stock is $300,000. The incorporators are: C. A. 
Barré, Paris, France; Astor nissam, London, England ; 





the Grand Central station, New York, on the 20th at 2:10 
p.m, The time occupied in the trip of about 3,350 miles 








Moses A. Meyer, Philip Howarth, Eli B. Felsenthal, 
Frank W, Smith and Francis E, Hinckley, of Chicago, 
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Aff_lictions of the Heated Term, 


The art of beguiling away the tedium of summer is 
carried to a high degree of perfection down South. 
Dentists fight for the privilege of filling the teeth of 
young ladies who are voted for in newspaper contests, 
and all sorts of tradesmen vie with each other on similar 
pretexts. Now the railroads, with a reckless disregard 
of expense and of the Interstate Commerce law, enter 
the arena, as witness the following: 

To the Editor of The Little Rock Gazette: 

“The Little Rock & Memphis Railroad takes pleasure 
in announcing that it wishes to add to the interest of 
the balloting for the three scholarships in Soule College, 
Murfreesboro, Tenn., by obligating itself to give to the 
young lady securing the first scholarship a free ticket to 
Mufreesboro, Tenn., to the second a free round trip ticket 
to Memphis, and to the third a straight ticket to Mem- 
phis.” H. W. Morrison, 

General Passenger Agent. 

The fourth will receive a colored folder and the fifth a 

drink of water at the waiting-room fountain. 








CAR BUILDING. 


The St. Louis & San Francisco is asking bids for build- 
ing 250 box cars, 

The Chicago, Burlington & Quincy recently placed an 
order for 500 freight cars. 

The Palmyra Coal Co., of Youngstown, O., is in the 
market for from 25 to 50 gondola coal cars. 

The Ensign Car Co., of Huntington, W. Va..has 
nearly completed an order of the Southern Pacific for 
200 box and furniture cars. 

The Wisconsin Central has let to the Missouri Car & 
Foundry Co., of St. Louis, a contract for 400 box cars, 
200 gondola cars and 150 platform cars. 

The Missouri, Kansas & Texas is receiving a number 
of 50,000-1b. freight cars, part of an order being filled at 
the St. Louis works of the Missouri Car and Foundry 
Co, 

The Illinois Central is having built about 1,500 freight 
cars which it expects to have in service in January. The 
orders include 400 improved fruit cars, 1,000 box cars and 
100 platform cars, 

The St. Charles Car Co. has recently received orders 
for building 400 box cars and 200 gondolas for the Texas 
& Pacific, and also for 100 box ears and 100 gondolas for 
the Iowa Central. 

The Minneapolis & St. Louis has received from the 
Terre Haute Car & Mfg. Co. nearly all of the 200 box cars 
ordered of that firm. ‘The cars are 34 ft. long and have 
a capacity of 50,000 Ibs, 

The Savannah, Americus & Montgomery has received 
the larger part of an order for 300 box cars equipped 
with air brakes and vertical plane couplers, which are 
being built by the Ohio Falls Car Co., of Jeffersonville, 
Ind. 

The Mount Vernon Car Mfg. Co., of Mount Vernon, 
[ll., is building a large number of refrigerator cars for 
the Union Refrigerator Transit Co. The company has 
orders for 300 coal cars for the Cincinnati, Hamilton & 
Dayton road and 300 box cars for the Illinois Central. 

The plant of the Minnesota Iron Car Co, has passed 
into the hands of the Duluth Manufacturing Co., which 
has just been formed under New Jersey laws with a cap- 
ital of $1,250,000 by Gen. Stewart L. Woodford, C.N. 

Jordan, A. N. Martin, L. G. Matthews and others, of New 
York City. Large orders for cars have already been 
received. 

The Pennsylvania has recently placed on its Congres- 
sional limited express between New York and Wash- 
ington a number of handsome day passenger cars. Their 
exterior appearance is very similar to that of the Pull- 
man palace cars. Kach car contains 34 revolving chairs 
<ohaleaen in white mohair cloth, and each chair has 
an ottoman for a foot rest. There is a drawing-room at 
each end of the car. The interior wood work is of ash, 
handsomely carved and stained. 








BRIDGE BUILDING, 

Aberdeen, Wash.—E. H. McHenry, Principal Assist - 
ant Engineer of the Northern Pacific, will receive bids 
at Tacoma, Wash., for building an iron draw span for 
the bridge across the Chehalis River below Aberdeen. 
This span will be 290 ft. long and the bridge will consist 
in addition of three 150-ft. wooden spans. The heavy 
stone piers and masonry work are being built by Griggs 
& Heustis, of Tacoma. The bridge will cost $100,000 
when completed, and will be the largest drawbridge in 
the state. 


Allegheny, Pa.—The Sheffler Bridge Works, of 
Pittsburgh, were the lowest bidders for the bridge from 
Ohio street to Herr’s Island and will probably be 
awarded the contract. The Pittsburgh & Western has 
proposed plans for an overhead viaduct which would 
cost about $100,000, to be built in place of the structure 
on which bids were asked. The railroad asks that the city 
pay $30,000 of the cost of the viaduct. It is thought 
that the City Council will agree to the new plan. 


Amherst, Mass.—The selectmen have given the con- 
tract for building the two new bridges at North Am- 
herst to the Berlin Iron Bridge Co., of East Berlin, 
Conn, 


Atlanta, Ga.—The new bids for the Forsyth street 
bridge, made under the revised specifications, were as 
follows: Variety Iron Works, Cleveland, $110,850; 
Passaic Rolling Mill Co., Paterson, N. J., $128,386; 
Columbus Bridge Co., $67,164; American Bridge Works, 
Chicago, $71,250; Cofrode & Saylor, Pottstown, Pa, 
$72,250; Phoenix Bridge Co., Phoenixville, Pa., $101,000; 
Phoenix Bridge Co., Phoenixville, Pa., $91,400; George 
H. Crafts & Co., of Atlanta, $96,443 and $96,948; Youngs 
tewn Bridge Co., $106,314 and $80,055; Rochester Bridge 
Co., $103,943 and $75,323; King Iron Bridge & Mfg. Co., 
$97,590. Gude, Walker & Co., of Atlanta, made three 
separate bids, aggregating $131,550. 


Blythesdale, Pa.—The Douglass Bridge Co., of 
Blythesdale, organized to connect Suterville, Westmore- 
land County, with Blythesdale, Allegheny County, has 
been chartered in Pennsylvania, with a capital stock of 
$5,000. The directors are Matthew Osborne, Frank O. 
Bingham, John C. McCune, of Westmoreland County, 
and James E. Douglass, of Allegheny. 


Boise City, Ia,—The contracts were let Aug. 10 for 
building three bridges in Ada County, to be completed 
by March next. The bridge at Boise City will cost $22,- 
$13 = at Star $19,000, and the third at Falk’s Store 

0, . 





Burmont, Pa.—A new double track bridge is to be 
built at Burmont by the Philadelphia, Wilmington & 
Baltimore. 


Chester County, Pa.—The county commissioners of 
Montgomery and Chester Counties have ordered plans 
to be prepared for new iron bridges to be erected at 
Downington, Whitford and Stony Run. 


Cincinnati, 0.—The new steel cantilever highway 
bridge built over the Ohio River between Cincinnati and 
Newport, Ky., by the King Iron Bridge & Mfg. 
Co., of Cleveland, O., for the Central Railway & 
Bridge Co., will be opened Aug. 29. The following is a 
brief description of the bridge: From Broadway and Sec- 
ond street, Cincinnati, there extends southeastwardly a 
solid viaduct, inclosed with heavy masonry walls and 
paved wit h granite blocks, for a distance of 282 ft. This 
is succeeded by a span of steel viaduct, 150 ft. in length, 
a steel truss of 108 ft., another span of steel viaduct 81 
fc. in length and asteel truss of 162 ft., reaching to the ma- 
sonry pier at the edge of the Ohio River. At this pier be- 
gins the true cantilever construction, and consists of two 
end spans of 252 ft. each, and a great central span cross- 
ing the channel, 520 ft. in length. Then follow two spans 
of steel trusses of 254 ft. each, plate girders 55 ft. in 
length, 213 linear ft. of steel viaduct, a plate girder 
bridge of 50 ft. crossing Eglantine street, and 333 ft. of 
masonry viaduct, paved with granite, in Newport. The 
total length, including approaches, is 2,916 ft., or a little 
less than three-fifths of a mile. The bridge consists of a 
roadway of 24 ft. clear width, bearing two electric street 
railroad tracks, and of two sidewalks, each 7 ft. in clear 
width. The lower chord, at the centre of the span over 
the channel, is 108 ft. above mean low water, and the steel 
towers at each end of this span rise 85 ft. above the ma- 
sonry. The superstre.cture is supported on nine piers, 
containing about 12,000 cu. yds. of masonry, not includ- 
ing that in the viaduct and in the approaches, and all of 
the great piers in the rivers are placed on a foundation 
of solid natural rock. It is planned to carry a moving 
Joad of 85 1bs. per sq. ft. In size, length and strength§the 
Central Bridge is surpassed by but one highway bridge 
in America, and that is the Kast River bridge, connect- 
ing New York and Brooklyn. The bridge was designed 
and constructed by the King Iron Bridge & Mfg. Co., of 
Cleveland, O. This company took the contract for its 
complete construction, including the purchase of right of 
way in Cincinnati and Newport. The work of construc- 
tioa was superintended by Ferris, Kaufman & Co., En- 
gineers, of Pittsburg, Pa. The original contract for con- 
struction was made on March 30, 1890, since which time 
all the right of way has been obtained and the entire 
work completed. 


Decatur, Ala.—Work has been begun for the foun- 
dations of a bridge that is being built over the tracks of 
the Louisville & Nashville and Memphis & Charleston 
on Market street in thistown. The bridge will be 60 ft. 
wide and built of stone and iron. 


Duxbury, Mass.—Sealed proposals will be received by 
the Board of Commissioners of Plymouth County, Mass., 
until Sept. 1, 1891, for buildinga bridge over Duxbury Bay, 
between Powder Point and Duxbury Beach, Duxbury, 
Mass. The bridge will be 2,500 ft. long, and will have 
oak pile bents and a bard pine floor 24 ft. wide in the 
clear; it will have a leaf draw of 24 ft. clear opening. 
Plans and specifications may be examined at the office 
of Edward 8S. Shaw, consulting engineer, 146 Franklin 
Street, Boston. 


Erie, Pa.—The Pennsylvania is replacing the wooden 
bridge over Mill Creek in Erie with a long iron bridge 
having a span of $7 ft. long and a width of 24 ft. 


Farmington, Me.—The Pittsburgh Bridge Co. has the 
contract for a steel bridge over the Sandy River at Farm- 
ington which is to cost $12,850. The bridge will have 
three spans 125 ft. long. 


Galveston, Tex.—The Board of County Commission- 
ers will receive plans and specifications until Sept. 6 for 
a wagon and foot bridge which it is proposed to build 
across Galveston Bay to connect the city with Galveston 
Island. 


Grand Junction, Col.—An iron bridge over the Gun- 
nison River erected by the state has just been opened. 
The bridge is of steel, with a single span 220 ft. long. 
The bridge is 30 ft. high, with one built abutment and 
one natural abutment. 


Greeneville, Miss.—The County Clerk will receive bids 
until Sept. 7 for constructing four iron bridges. 


Hackensack, N. J.—Proposals for an iron bridge to be 
erected between the counties of Bergen and Passaic will 
be received until Sept. 8 by the commissioners at Hacken- 
sack and by James Carroll, 10 Ramapo Avenue, Pater- 
son. 


Homestead, Pa.--The War Department has approved 
the plans of the Upper Bridge Co. for a bridge to be built 
across the Monongahela River, at Homestead, Pa. The 
bridge will be 370 ft. long in the clear and 53 ft. high. It 
will be used by an electric street railroad. 


Lancaster, Pa.—The Pennsylvania has awarded the 
contract to McManus & Reilly, of Philadelphia, for the 
erection of a stone bridge over Conewago Creek, on the 
Philadelphia Division. When finished the bridge will be 
305 ft. in length, 26 ft. in width, and 87 ft. in height. The 
three arches will have a span of 80 ft. each. 


Lick Run, Va.—A new county bridge is to be built 
across the James River at Lick Run at a cost of about 
$6,000. 


Neversink Highlands, N. J.—The Central of New 
Jersey has made an agreement with the Commissioners 
of Monmouth County, by which the railroad will build 
a drawbridge across the Shrewsbury River at that 
point. 


Plaquamine, La.—The Texas & Pacific has decided 
upon the site for a drawbridge over the Bayou Plaqua- 
mine, which the United States government has ordered 
to be erected. 


Port Oram, N. J.—The Freeholders of Morris County, 
N. J., have agreed to build a newiron bridge with 44 ft. 
span and 16 ft. roadway, across the Rockaway River 
at Port Oram. The contract has not yet been awarded. 


Pottstown, Pa —An iron bridge with a 75-ft. span is 
being erected over the Schuylkill River between Potts- 
town and Douglassville. 


Winona, Minn.—The City Council has awarded the 
contract for constructing the wagon bridge across the 
Mississippi River to the Chicago Bridge & Iron Co. for 
$34,700. The company will take the city bonds for the 
amount of contract, 





RAILROAD LAW—NOTES OF DECISIONS. 


Powers, Liabilities and Regulation of Railroads. 


In California the Supreme Court decides that whena 
member of the Board of City Trustees is a subscriber to 
the stock of a corporation obtaining the franchise for a 
street railroad, and is himself one of the committee to 
whom the application for the franchise is referred, 
which committee reports favorably, the franchise is void, 
notwithstanding that no corporation was formed at the 
time the stock was subscribed for, and that the franchise 
was granted to individuals, a committee of the subscrib- 
ers, who conveyed it to the company.! 

In the Supreme Court of the United States it is held 
that where a contract to grade a railroad provides that 
the work is to be done under the supervision of the 
chief engineer and his assistant, whose estimate of quan- 
tities is to be “final and conclusive upon the parties,”and 
that the contractor shall receive monthly payments on 
the certificate of the engineer “ for work done,” the rail- 
road company cannot, after accepting the work’and the 
last monthly estimate of the engineer, have the work re- 
estimated by another subordinate engineer. The prev- 
ious monthly estimates,and the acceptance of the entire 
work with with the last monthly one, are conclusive in 
the absence of proof of fraud or bad faith on the part of 
the engineers making them; mere mistakes, incompe- 
tency, or negligence not being grounds for going behind 
them 

In Kansas a township subscribed to railroad stock on 
the condition, inter alia, that a depot should be built at 
a certain place. By mistake this place as set out in the 
petitions forand notices of election was different from 
that intended, and from that where the depot was, in 
fact, built. When this mistake was discovered it was 
attempted to hold another election in which the true 
route of the road and place for the depot should be set 
out, relying on the provisions of the last clause of the 
same section, that a second electicn should be held ‘“‘ for 
the same purpose” as the first, under certain circum- 
stances. In the preliminaries for the second election ». 
different amount fer the subscription, and a differenv 
route and time of completion of the road, were specified. 
The Supreme Court holds, that the election was not for 
= _ purpose as the first, and the subscription is in- 
valid.* 

In the Supreme Court of the United States, the Court 
construing a contract holds that the right to use the 
“right of way” of way of another company, includes 
the right to use the tracks, switches, turn outs, turn- 
tables, and other terminal facilities constructed on the 
right of way.‘ 


Injuries to Passengers, Employes and Strangers. 

In Massachusetts the a. gooey Court rules that a man 
walking toward arailroad station with the intention 
of buying a ticket and taking a train is not a passenger 
before he reaches the station.® 








1 Finch v. Riverside & A. Ky. Co., 25 Pac. Rep., 765. 

2 Chicago, S. F. & C. R. Co. Price, 118. C . 290. 

®* Kansas City & Pac. R. Co. v. Rich Tp., 25 Pac, Rep., 595. 
4 Joy v. City of St. Louis, 11 S. Ct., 243. 

®* June v. B. & A. R. Co., 26 N. E. Rep., 238. 


MEETINGS AND ANNOUNCEMENTS. 


Dividends. 


Dividends on the capital stocks of railroad companies 
have been declared as follows : 

Fort Wayne & Jackson, semi-annual, 234 per cent, on 
the preferred stock, payable Sept. 1. 


Stockholders’ Meetings. 


Meetings of the stockholders of railroad companies 
will be held as ‘follows: 

Boston & Albany, annual, Boston, Mass., Sept. 23. 

Chicago, Milwaukee & St. Paul, annual, Milwaukee, 
Wis., Sept. 16. 

Chicago, St. Paul & Kansas City, annual, Dubuque, 
Ia., Sept. 3. : 

Connecticut River, annual, Springfield, Mass., Sept. 16. 

Detroit & St. Clair River, special, St. Clair, Mich., 
Sept. 15. 

Fitchburg, annual, Boston, Mass., Sept. 30. 

Iowa Central, annual, Chicago, Ill., Sept. 4. 
: Lake Erie d& Western, annual, Bloomington, IIl., Sept. 


Minneapolis, St. Paul & Sault Ste. Marie, annual, 
Minneapolis, Minn., Sept. 16. 

Nashville, Chattanooga & St. Lowis, annua!, Nash- 
ville, Tenn., Sept. 9. 

New York, Ontario & Western, annual, 18 Exchange 
Place, New York City, Sept. 30. 

New York, Providence & Boston, annual, Providence, 
R. I., Sept. 9. 

Ohio, Indiana & Western, annual, Indianapolis, Ind., 
Sept. 3. 

Old Colony, annual, Boston, Mass., Sept. 29. 

Pearson Coal, Iron & Railroad Company, special,. 
Birmingham, Ala., Sept. 10, to consider a proposed 
issue of bonds. 

St. Johnsbury & Lake Champlain, aunual, St. Johns- 
bury, Vt., Sept. 10. 

Toledo & Ohio Central, annual, Toledo, O., Sept. 7. 

Wabash, annual, St. Louis, Mo., Sept. 8. 


Technical Meetings. 


Meetings and conventions of railroad associations and 
technieal societies will be held as follows: 

The International Association of Ticket Agents will 
hold its next annual meeting at St. Paul, Minn.. Sept. 7. 

The Roadmasters’ Association of America will hold 
its next annual convention at the West Hotel, Minne- 
apolis, Minn., Sept. 8, 9 and 10, 

The Master Car and Locomotive Painters’ Associa- 
tion will hold its twenty-second annual convention at 
o Arlington Hotel, Washington, D. C., Sept. 9, 10 and 


The American Association of General Passenger and 
Ticket Agents will hold its next annual convention at 
Old Point Comfort, Va., Sept. 15. 

The American Association of Railroad Clerks will 
hold its second national convention at St. Louis, Mo., 
beginning Sept. 16. 

he Infernational Brotherhood of Railway Conduc- 
tors will hold its third annual convention at euteeiiie, 
Ky., Sept. 21. 

The New England Railroad Club meets at its rooms in 
the United States Hotel, Beach street, Boston, on the 
second Wednesday of each month, except June, July 
and August. 

The Western Railway Club holds regular meetings on 
the third Tuesday in each month, except June, July and 
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August, at the rooms of the Central Traffic Associa- 
tion in the Rookery Building, Chicago, at 2 p. m. 

The New York Railroad Club will hold its next meet- 
ing at its rooms, in the Gilsey House, New York City, at 
2p. m., on the third Thursday in September. 

The Southern Railway Club holds regular meetin 
on the third Thursday of the months of January, Feb- 
ruary, March, May, September and November at such 
points as are selected at each meeting. 

The Central Railway Club meets at the Hotel lro- 
quois, Buffalo, the fourth Wednesday of January, 
March, May, Septemberand November. 

The Northwest Railroad Club meets on the first Satur- 
day of each month, except June, July and August, in 
the St. Paul Union Station, at 7:30 p. m. 

The Northwestern Track and Bridge Association meets 
on the Friday following the second Wednesday of 
each month at 7:30 p. m. in the directors’ room of the 
St. Paul Union Station, except in the months of July 
and August. 

The American Society of Civil Engineers holds its regular 
meetings on the first and third Wednesday in each month, 
at the House of the Society, 127 East Twenty-third street 
New York 

The Boston Society of Civil Engineers holds its regular 
meetings at the American House, Boston, at 7:30 p. m., 
on the third Wednesday in each month. 

The Western Society of Engineers holds its regular meet- 
ings at 78 La Salle street, Chicago, at 8p. m., on the 
first Wednesday in each month. 

The Engineers’ Club of St. Louis holds regular meetings 
in the club’s room, Laclede Building, corner Fourth and 
Olive streets, St. Louis, on the first and third Wednes- 
days in each month. 

The Engineers’ Club of Philadelphia holds regular meet- 
ings at the House of the Club, 1,122 Girard street, Phila- 
delphia, on the first and third Saturday of each month, 
excepting in January, when the annual meeting is held 
on the second Saturday of the month. The second Janu- 
ary meeting is held on the third Saturday. The club 
stands adjourned during the months of July, August 
and September. 

The Engineers’ Society of Western Pennsylvania hold 
regular meetings on the third Tuesday in each inonth, as 
7:30 p. m., at its roomsin the Thaw Mansion, Fifth street, 
Pittsburgh, Pa. 

The Hagimeers’ Club of Cincinnati holds its regular 
meetings at 8 p. m. on the third Thursday of each month 
in the rooms of the Literary Clib, No. 24 West Fourth 
street, Cincinnati. 

The Civil Kngineers’ Club of Cleveland holds regular 
meetings on the second Tuesday of each month, at 8 
p. m., in the Case Library Building, Cleveland. Semi- 
monthly meetings are held on the fourth Tuesday of the 
month. 

The Engineers’ Club of Kansas City meets in Room 
200, Baird Building, Kansas City, Mo., on the second 
Monday in each month. 

The Engineering Association of the South holds its 
monthly meetings on the second Thursdays at 8 p. m 
The Association headquarters are at Nos. 63 and 64 
Baxter Court, Nashville, Tenn. 

The Denver Society of Civil Engineers and Architects 
holils regular meetings at 36 Jacobson Block, Denver, 
on the second and fourth Tuesday of each month, at 8 
o'clock p. m., except during June, July and August, 
when they are held on the second Tuesday only. 

The Civil Kngineers’ Society of St. Paul meets at St. 
Paul, Minn., on the first Monday in each month. 

The Montana Society of Civil Engineers meets at 
Helena, Mont., at 7:30 p. m., on the third Saturday in 
each month, 

The Civil Engineers’ Association of Kansas hold reg- 
ular meetings at Wichita on the second Wednesday of 
each month at 7:30 p. m. 

The American Society of Swedish Engineers holds 
meetings at the club house, 250 Union street, Brooklyn, 
N. Y., and at 347 North Ninth street, Philadelphia, on 
the first Saturday of erch month. 

The Engineers’ Club of Minneapolis meets the first 
Thursday of each month in the Publi Library Building, 
Minneapolis, Minn. 

The Canadian Society of Civil Engineers holds regu- 
lar meetings at iss rooms, 112 Mansfield street, Mon- 
treal, P. Que., every alternate Thursday —_—- during 
the months of June, July, August and September. 

The Association of Civil Engineers’ of Dallas meets 
at 803 Commerce street, Dallas, Tex., on the first Friday 
of each month at 4 o’clock p. m. 

The Montana Society of Civil Engineers meets at Hel 
ena, — at 7:30 p. m., on the third Saturday in eacu 
month. 

The Civil Engineers’ Association of Kansas holds regu- 
lar meetings at Wichita on the second Wednesday of 
each month, at 7:30 p. 

The American Society of Swedish Engineers holds meet- 
ings at the club house, 250 Union street, Brooklyn, 

N.Y., and at 347 North Ninth street, Philadelphia, on the 
iirst Saturday of each month. 

The Engineers’ Clut of Minneapolis meets the first 
Thursday of each month in the Public Library Building, 
Minneapolis. Minn. 

The Conadian Society of Civil Engineers holds regu- 
larmeetings at its rooms, 112 Mansfield street, Mon- 
treal, P. Que., every alternate Thursday except during 
the months of June, July, August and September. 

The Technical Society of the Pacific Coast holds reg- 
war meetings at its rooms in the Academy of Sciences 
Building, 819 Market street, San Francisco, Cal., at 8 
p. m. on the first Friday of each month. 


American Association of General Passenger and Ticket 

Agents. 

The 36th semi-annual meeting of this association will 
be held at the Hygeia Hotel, Old Point Comfort, Va., 
Sept. 15. The items of unfinished business are as _ fol- 
lows: A report from a special committee, appointed to 
consider the question of “*a more equitable adjustment 
of the initial expenses on account of tbe passenger de- 
partments in maintaining complete coupon ticket repre- 
sentation;” Mr. D. G. Edwards, G. P. A. Queen & Cres- 
cent route, Chairman. A report from the committee ap- 
pointed to confer with committeesof other associations 
on the question of the “abolishment of unlimited tick- 
ets;” Mr. D. G. Edwaids, G. P. A. Q. & C. route, Chair- 
man. A report from the committee appointed to con- 
sider the question of a *‘ national basing rate sheet;” Mr. 
W.L. Danley, G. P. A. Nashville, Chattanooga & St. 
Louis road, Chairman. A report from the committee 
appointed to consider the question of “ discontinuing the 
sale of tourist tickets;’ Mr. E. A. Ford, G. P. A. Pennsyl- 
vania Co., Chairman. The report of the committee in 
favor of ‘numbering coupon tickets on face and _ back,” 
which was adopted at the last meeting, is to be further 
considered, with a view to ascer‘aining how many lines 
have already adopted the form, and how many will after 
January, 1892. The semi-annual address will be delivered 
by Mr. James L, Taylor, G. P. A. Richmond & Danville, 


Roadmasters’ Association of America, 


The Ninth Annual Convention of the Association will 
meet at the West Hotel, Minneapolis, Minn., Sept. 8 to 
10. The following are the stated torics: ‘* Standard 
Frogs;” ‘“‘ New Joints;” Report of Committee; ‘ Inter- 
locking Devices;” ‘* Position of Guard Rail at Derailing 
Switch;” “‘ Track Jacks;” ‘Track Work, best method of 
performing same upon the various kinds of ballast;” 
**Chemicals Used in Steel Rail, what is proper propor- 
tion, also weight and cross section, necessary to obtain 
the best results;” “ Laying Rails, by which mode (even 
or broken joints) can best results be obtained ?” 
Reduced rates have been secured at the West Hotel, 
and the Pullman and Wagner companies will furnish 
free transportation one way to delegates and their 
wives. 


The American Association of Railroad Clerks. 


The second national convention will be held at St. 
Louis, Sept. 16, 17 and 18, at the hall of the local associa- 
tion, corner Eighth and Olive streets. The headquarters 
of delegates will be the Lindell Hotel. 

The following papers will be discussed : 

Important changes in the constitution and plans 
to make the Association more valuable will be dis- 
cussed. After the reports of the officers have been 
read there will be discussions of the following 
questions: (1) How to secure greater efficiency 
in the transaction of company business? (2) 
What department offers greatest possibilities to the 
clerk? (3) Merit versus force as a means of bettering 
condition? (4) The future of railroading and the clerks 
ge in it? (5) How can the labor in a local freight office 

e subdivided and systematized to secure the best results 
with minimum labor and expense? (6) What improve- 
ments are needed and can be made (1st) in the receiptin 
and forwarding of freight ; (2d) way-billing freight ; (3d) 
tracing and reporting over and short freight; (4th) de- 
hg of freight; (5th) abstracting and reporting way- 

ills 
Traveling Passenger Agents’ Association. 

The traveling passenger agents’ meeting on Lookout 
Mountain, Tenn., closed Aug. 19. The following officers 
for the ensuing year were elected: President, J. IP. Me- 
Cann; Vice President, E. Sisson; Secretary and Treas- 
urer, H. C. Holabird. The next meeting will be at Wash- 
ing, D. C., in October, 1892. 








PERSONAL. 


—Mr. Oliver P. Mason, formerly a member of the Ne- 
braska railroad commission, died at Lincoln, Neb., Aug. 
19, at the age of 62 years. 


—Mr. Charles P. Clark, President of the New York, 
New Haven & Hartford, returned to New York last week 
after a tour of three months in Europe. 


—Mr. James P. Nelson, Chief Engineer of the Newport 
News & Mississippi Valley Co., has been appointed to 
the chair of Civil Engineering and Physics of the Ken- 
tucky State College, at Lexington, Ky. 


—Mr. H.S. Smith, Superintendent of the Louisville 
Terminals of the Louisville & Nashville, has been ap- 
pointed General Agent of the Virginia, Tennessee & 
Georgia Air Line at Louisville. 


—Mr. Henry C. Raikes, the Postmaster-General of 
England, who died Aug. 22, was chairman of the Birken- 
head & Liverpool Railroad Co, between the years 1881 
and 1885, during which time the Mersey tunnel was eom- 

leted. He had also been chairman of the Minas & Rio 

ailway and had held other high offices on English rail- 
road lines. 


— Mr. D. R. Robinson, who recently resigned as Gen- 
eral Manager of the Atlantic & Pacific to become Presi 
dent and General Manager of the San Antonia & Aransas 
Pass road, was tendered a reception and banquet at Al- 
buquerque, N. M., Aug. 14, by the citizens of that town. 


—Mr. B. C. Williams, formerly General Manager of 
the Bradford, Bordell & Kinzua, died in Buffalo, N. Y 
last week. Of late years he has been Traveling Auditor 
for the Standard Oil Co. , He was a brother of Mr. C. D. 
ne Superintendent of the Allegany & Kinzua 
road. 


—Mr. George H. Paine, who has been connected with 
the Union Switch & Signal Co. for the last few years as 
Signal Engineer, has been recently appointed General 
Agent, succeeding in that office Mr. R. H. Soule, who 
resigned some time ago to become Superintendent of 
Motive Power of the Norfolk & Western. 


—Mr. W. W. Wilson, for some years Superintendent 
of Machinery of the Chicago & Alton, died at Chicago 
recently. He resigned his position about two years ago 
and spent some months traveling, +e to benefit his 
health. He returned to Chicago in May, and since then 
very little hope had been entertained of his final re- 
covery. 


—Mr. D. H. Moffatt, who has been President of the 
Denver & Rio Grande for several years, has forwarded 
his resignation to the directors to acted on at their 
September meeting. Mr. Moffatt states that the princi- 
pal reason for his resignation is the recent adoption by 
the directors of a new policy of management, which 
—— the authority of the operating officers in Colo- 
rado. 


—Mr. Joseph W. Blabon has been appointed Pur- 
chasing Agent of the Great Northern. General Manager 
Mobler announces that Mr. James C. Morrison, whom 
be succeeds, has, ‘“‘ after 28 years’ service on the lines of 
this company and its predecessor, during which time 
he has honestly, faithfully and intelligently discharged 
all duties assigned to him, been granted a leave of ab- 
sence for two years from Sept. 1.” 


—Mr. Dennis O’Brien, Supervisor of Subdivision No. 
lof the Pittsburgh Division of the Pittsburgh, Cin- 
cinnati, Chicago & St. Louis road, died Aug. 22 at his 
residence in Mansfield Valley, Penn., aged 38 years. Mr. 
O’Brien was connected with the roadway department 
of the Pan Handle from his boyhood and had had charge 
of the most difficult Supervisor’s Division of the road for 
the last 15 years. 


—Mr. Y. Vandenburg, Division Freight Agent of the 
Louisville & Nashville at Memphis, who succeeds Mr. 
Jobn Culp as General Freight Agent of the system, is 
about 41 years cld and has had considerable experience 
in the traffic department. He has been connected with 
the Louisville & Nashville for 12 years, first as Traveling 
Freight Agent and later as Assistant General Freight 
Agent of the Owensboro & Nashville. Mr. Vandenburg 
was connected with English railroad service before com- 
ing to this country. A brother is at present Traffic Man- 





ager of the London & Northwestern, 


—Mr. Walter Bragg, Interstate Commerce Commis- 
sioner, died suddenly at Spring Lake, N. J., Aug. 20. He 
had been in failing health’ for two years, from the 
effects. he thought, of injuries received in the Civil War. 
Capt. Bragg was 53 years old, and was a lawyer by pro- 
fession, and a graduate of Harvard College. He settled 
at Marion, Ala., after the close of the war, in which he 
served in the Confederate Army. He afterward re- 
moved to Montgomery, where he became a prominent 
figure in his party and thestate. Besides many political 
oflices Capt. Bragg was the first Chairman of the Ala- 
bama Railroad Commission, and served on it two terms 
of two years each. He was one of the original members 
of the Interstate Commerce Commission, having been 
appointed by President Cleveland in March, 1887, He 
was reappointed in 1889. 








ELECTIONS AND APPOINTMENTS. 


Denver & Rio Grande.—J. T. Speer bas been ap- 
pointed Car Accountant to succeed J. S. Josselyn, who 
recently resigned. 


East Louisiana.—E. Martelli, of New Orleans, was 
elected Secretary and Treasurer of this road at a special 
meeting held at Covington, Ky., last week, 


Fort Worth & Rio Grande.—R. F. Whalen having re- 
signed as Master Mechanic, Charles H. Burk has been 
appointed to the position, with office at Fort Worth, 
Tex. 


Galena, Guthrie & Western.—At the annual meeting, 
at Baxter Springs, Kan., Aug. 19, the following Board 
of Directors was elected: Col. W. B. Stone, Galena, 
Kan.; E. C. Scammon, Columbus, Kan.; O. J. Nichols, 
Miami, Ind. Ver.; G. W. Payne and W. H. Cogshall, 
Cherokee, Kan.; A. D. C. Harvey, Samuel H. Smith, 
D. C. Finn and Alexander Warner, Baxter Springs, 
Kan. The Board organized by choosing the following 
officers: Col, W. B. Stone, President; W. H. Cogshall, 
Vice-President ; Samuel H. Smith, Secretary, and E. C, 
Scammon, Treasurer, 


Great Northern.—Joseph W. Blabon has been ap- 
yointed Purchasing Agent of the Great Northern and 

ontana Central roads, to succeed J. C. Morrison, re- 
signed. 


Louisville & Nashville.—Edward P. Bryan, General 
Agent at Frankfort, Ky., has been appointed Superin 
tendent of Terminals at Louisville, vice H. F. Smith, who 
recently resigned to accept service with the Virginia, 
Tennessee & Georgia Air Line as General Western 
Agent at Louisville. Ky. 

Y. Vandenberg, Division Freight Agent at Memphis, 
has been appointed General Freight Agent, to succeed 
John M. Culp, resigned. 


Mexican National.—L. H. Sherman bas been ap- 
pointed Master Mechanic of the Southern Division, with 
office at San Luis Potosi, Mex., vice R. H. Johnson, 
resigned. 


Northern Pacific.—O. H. Reynolds has been appointed 
Mechanical Engineer of the Machinery Department, with 
headquarters at St. Paul. C. C. Cummiskey, formerly 


been appointed General Storekeeper, with office in St. 
> 
aul. 


Ohio Valley.—J. J. Fagan is the correct name of the 
new General Freight Agent who succeeds George A. 
Smith, resigned. 


Oregon Improvement Co.—Col. Winfield S. Scott has 
been appointed General Land Agent, to succeed E. } 
Morrison, resigned. John H. Campion, who was recent- 
ly appointed Local Auditor, has been appointed General 
Auditor to succeed J. D. Amos, resigned. Both these 
officers will have headquarters at Seattle, Wash. 


Richmond & Danville.—Taking eifect Sept. 1, the 
passenger department of the system will be organized 
under three divisions. The first division will include 
the Virginia Midland and the Richmond & Danville 
and its operated lines in Virginia, North Carolina and 
South Carolina, excepting the Washington, Ohio & 
Western and Washington City, D.C., which comprise 
the third division. The second division includes the 
Central of Georgia and operated lines, the Georgia Pa- 
cific, and the Macon & Northern. S. H. Hardwick, 
General Passenger Agent of the Georgia Pacific Divis- 
ion, and A. G. Craig, General Passenger Agent of the 
Macon & Northern, having resigned to accept other ser- 
vice with the company, the jurisdiction of James A. 
Taylor, General Passenger Agent, has been extended 
overthose lines. W. A. Turk has beenappointed Agsist- 
ant Passenger Agent, with office at Charlotte, N. C., 
in charge of the first division. S. H. Hardwick has been 
appointed Assistant General Passenger Agent, with 
oftice at Savannah, Ga., in charge of the second division. 
L. S. Brown has been appointed General Agent for the 
Passenger Department in charge of the third division, 
with office at Wadkinaten, D.C, J.M. Culp has been 
appointed Assistant Traffic Manager of the entire sys- 
tem, with office at Atlanta. 

G. A. Whitehead has been appointed General Freight 
Avent of the Central of Georgia, including the Georgia 
Pacific and Port Royal & Augusta roads, with office at 
Savannah. G.S. Barnum, formerly the General Freight 
Agent of the —_ Pacific Division, has been ap- 
pointed Division reight Agent in charge of the 
seventh division, with headquarters at Birmingham, 
Ala. A. G. Craig, having resigned the position of 
General Freight Agent of the Macon & Northern to 
accept the appointment as Division Freight Agent, 
with office at Columbus, Ga., in charge of the sixth 
division, the jurisdiction of J. H. Drake, General 
Freight Agent, has been extended over that road. 
Other appointments have been made as follows: €. 
M. Borum to be Division Freight Agent, with head- 

uarters at Lynchburg, Va.; D. Cardwell, Division 

reight Agent of the fourth division, headquarters at 
Columbia, S. C. 

The following division freight agents have resigned : 
J.S. Potts, W. A. Winburn, and L. S. McCluskey, who 
has been appointed General Agent of the consolidated 
lines, with headquarters at Atlanta. The second divis- 
ion will be under the immediate supervision of General 
Freight Agent J. H. Drake, and G. A. Whitehead, 
General Freight Agent, will have jurisdiction over the 
fifth division. 

The office of the General Purchasing Agent and Super- 
intendent of Motive Power is now located at Atianta. 

S. B. Thompson, Superintendent of the Virginia 
Midland and Washington & Ohio divisions, has been 
appointed assistant to General Manager W. H. Green, 





with headquarters in Atlanta, He will have general 


Auditor of Accounts of Motive Power Department, has. 
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charge of the distribution of equipment, both passenger 
aod freight. Mr. T. O. Troy has been appoiuted to suc- 
ceed him as Superintendent, with office at Alexandria, 
Va. 


Rio Grande Western.—This road is to be hereafter 
operated in two divisions, the western division extend- 
ing from Helper to Ogden, Utah, 151 miles, and the 
eastern division extending from Grand Junction to 
Helper Station, 177 miles. At present there are three 
divisions, the Kastern, from Grand Junction to Green 
River, 106 miles; the Central, from Green River to Plea- 
sant Valley Junction, 89 miles, and the Western, to 
Ogden, 138 miles. 


St. Louis, Alton & Terre Haute.—The recent appoint- 
ment of J. W. Stokes is to be Master Mechanic and Mas- 
ter Car Builder of the lines operated by this company, 
succeeding P. H. Murphy, who has resigned to engage 
in other business, His headquarters will be at East St. 
Louis, Il. 


St. Louis, Kennett & Southern.—The following officers 
have been elected by this company: H. N. Phillips, Mal- 
den, Mo., President ; Hon. C. P. Hawkins, Clarkton, Mo., 
Treasurer; John G. Taylor, Clarkton, Vice-President ; 
G. W. Peck, Malden, Secretary. KE. C. White, D. W. 
Marshall, M. W. Hubbard, T. C. Stokes, Clarkton ; Wil- 
liam Bridges, M. J. Davis, Malden, and others, are 
directors, 


Smithsonia, Danielsville & Carnesville.—The follow- 
ing officers have been elected: President, J. F. Colbert; 
Vice-President, J. F. White, and Secretary and Treas- 
urer, David W. Meadow. The principal office of the 
company is at Smithsonia, Ga. 


Southern Pacific.—The Humboldt Division of the Cen- 
tral Pacific, extending from Golconda to Tulasco, 176 
miles, bas been abolished, and 104 miles of the western 
end to Carlin has been added to the present Truckee 
Division. The eastern end from Carlin to ‘Tulasco, 72 
miles, has been added to the Salt Lake Division. R. L. 
Myrick, at present Superintendent of this division, will 
probably be appointed Assistant Division Superintend- 
ent of one of the other divisions, 


Tacoma & Lake City.—-The annual meeting of the 
stockbolders was held at Tacoma, Wash., recently. ‘The 
following trustees were clected: Sidney Dillon, Jay 
Gould, W. H. Effinger, Henry Drum, KE. KE. Ellis and 
George W. Balch. The trust«es elected the following 
officers: President, Sidney Dilton; Vice-President, W. 
Ii. Effinger; Secretary, W. W. Cotton; Treasurer, James 
G. Harris. 

Tredegar Mineral.—The following directors were 
elected by the stockholders at a recent meeting held in 
Jacksonville, Ala., for organization : William H. Forney, 
Kk. Fk. Crook, John S$. Lane, W. H. Edmonds, J. F. Crow, 
Charles D. Martin, Joseph W. Burke and James F, 
Crook. The list is slightly different from that given in 
June, when the charter was filed. 


Trinity, Cameron & Western.—The following ofticer® 
were elected at a meeting held at Cameron, Tex., re- 
cently : John M. Hefley, President, Cameron, Tex ; N- 
S, Walton, Vice-President, Austin, Tex.; Monta J. 
Moore, Secretary, Cameron, ‘Tex.; R. Lyles, General 
Agent, Cameron, and John O'Neil, Chief Engineer, Cam- 
eron, 


Westerly & “Jewitt City.—The following directors 
were elected at a meeting of the stockholders for organi- 
zation at Westerly, R. 1., Aug. 19: T. H. Peabody, Orlando 
R. Smith, George H. HKabcock, Ira B. Crandall, Frank 
H. Campbell, R. Taylor Church, Court G. ‘Stanton and 
Albert R, Champlin, of Westerly; Leverett A. Briggs, 
Ashaway, R. L; A. B. Briggs, George H. Spicer, Hop- 
kinton City, R. I. ‘The officers are: Alexander B. Briggs, 
President; Orlando R. Smith; Vice-President; T. H. 
Peabody, ‘'reasurer; Frank H. Campbell, Clerk. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Bay City, Caro & Port Huron.—Engineers are now 
making a reconnaissance from Bay City west to Caro, 
in Tuscola County, Mich. From this point the line will 
probably be continued southeast to Port Huron, through 
Sanilac County, by way of some point as yet undeter- 
mined, but proba dy by way of Sandusky. The work 
will be easy for most of the distance, and it is thought 
that the maximum grade will not exceed 30 or 40 ft. per 
mile and the maximum curves, though not exactly de- 
termined, will probably be under five degrees. The 
route now being surveyed is mainly on an air line. Only 
one bridge will be required, over the Cass River, at 
Caro. H. Van Campen, Jr., of Napoleon, O.. is one of 
the projectors, 


Bayfield Transfer.—The company is now securing 
the right of way at Ashland for the proposed line along 
the southern shore of Lake Superior through the Indian 
reservation. Itis anold project and it is thought that 
it has been revived by one of the companies whose road 
already reaches Ashland. 


Bonham Rapid Transit.—The grading is now about 
completed from the fair grounds to the station in Bon- 
ham. Tex., and the tracklaying will begin in a few days. 
The line is about three miles long and will be in opera- 
tion in September. J. W. Russell is President. 


Boston & Maine.—The Massachusetts Railroad Com- 
missioners have granted the petition of exigency ap- 
plied for by this company to build a branch road from a 
point on the western division, near Oak Grove station, 
to connect at a point near Stoneham, Mass., with the 
Stoneham branch of the Boston & Lowell. 


Brookline & Peprere't—The Railroad Commis- 
sioners of Massachusetts granted this rye J last week 
the charter it had applied for tc buivi2 a railroad from 
the state line near Brookline, N. h., scuth toa point 
on the Peterboro & Shirley branch of the Fitchburg at 
West Groton, Mass., a distance of 141s miles. Itis esti- 
mated that it will cost $222,000 to construct the road, 
and more than this amount has been subscribed. Near] 
all the right of way has been secured, and it is expecte 
that the balance will be condemned immediately, so that 
grading can commence this fall. It is proposed to com- 

ete the line before January. The road will give an out- 
fet to the quarries and to large lumber and cooperage 
concerns. It was projected by an ice company which 
secures its supplies from the lake at Brookline. Frank- 
lin Worcester, of Hollis, N. H., is President of the New 
Hampshire line and also of the Brookline Railroad. 


Burlington & Missouri River.—M. H. Ensign, who 
is described as Chief Locating and Reconnoisance Engi- 





neer of the company, reports that a surveying party is 
now at workin the Judith basin, near Sage Creek, south- 
west of Stanford. ‘The line will be run in the direction 
of Armington, and will reach Great Falls, Mont., in 
about two months. Mr. Ensign adds, however, that 
there is no prospect of any grading being done on this 
line until next year. 


Calgary & Edmonton.—A dispatch from Winnipeg, 
Manitoba, states that the first regular train over the 
entire line of this road from Calgary to Edmonton, in 
Alberta, left the former town where the line connects 
with the Canadian Pacific, on Aug. 24. The road be- 
tween these points has not yet been transferred to the 
Canadian Pacific, but it is expected that the formal ac- 
tion will be taken at the meeting of the directors of the 
latter road in October. The line between these points is 
190 miles long. The contractors expect to have about 100 
miles of grading completed before next January on the 
line south of Calgary to McLeod. 


Canadian Pacific.—At the adjourned annual meeting 
of the stockholders in Montreal, Aug. 23, the proposed 
merger of the Jake Temiscamingue road was ratified. 
About 17 miles of the road is at present completed north 
of the Ottawa River from Mattawa, and there remain 
33 miles to complete it to its northern terminus. The 
government subsidy is to be expended in completing the 
road, but the Canadian Pacitic becomes responsible for 
any sum above the amount of the subsidy that the road 
may cost, and it also guarantees the bonds of the com- 


c 


through Sully County and part of Hughes to Pierre. This 
will take, probably, until about the middie of October, 
and the Northern Pacific will then lay the track between 
Aberdeen and Faulkton and have at least a part of the 
road in operation this year. 


Duluth, Red Wing & Southern.—A contract has 
been let to L. F. Johnson for the grading from the ter- 
minus on Allouez Bay at West Superior, Wis., to a junc- 
tion with the Eastern Minnesota, a distance of six miles. 
The work is light, the maximum grade being 10 ft. to the 
mile. This contract does not include bridge and trestle 
work, which amounts to some 800,000 ft. board measure. 
At the Nemadji crossing will be a trestle 1,600 ft. long 
with 128 ft. of Howe truss. The Crawfords creek cross- 
ing is 800 ft. long. From the junction with the Eastern 
Minnesota the new road expects to have running rights 
over 37 miles of the Eastern Minnesota track, and then 
will construct its own track to River Falls and Red 
Wing. Most of the towns along the proposed line have 
granted the right of way and bonuses. 


Eastern Central.—E. B. Shipley will begin a survey 
for this line about Sept. 15 between Bucyrus and Mil- 
lersburg, O., a distance of about 60 miles. It will be 
extended later through New Philadelphia to Bowers- 
town, O., 40 miles. The projectors intend to parallel the 
Pittsburg, Fort Wayne & Chicago. They expect to 
secure a large part of the funds to build the line from 
the townships as bonuses. 





pany. In addition to this action, the meeting confirmed 
the act of the present session of Parliament authorizing 
the issue of further amounts of four per cent. consoli- 
dated debenture stock for the completion of several 
branches, including the Souris branch, the Columbia & 
Kootenay Railway & Navigation Co., the Lake Temis 
camingue Colonization, the Calgary & Edmonton, and a 
line between Saskatoon and a point on the North Sas- 
katchewan River. 

Carolina Midland.—The contract for grading the ex- 
tension from Seivern north to Batesburg, S. C., about 17 
miles, will be let early in September. The survey has 
been compieted to the connection with the Richmond & 
Danville, and the towns have voted bonuses in aid of the 
line. The southern extension from Barnwell to Allen- 
dale, S. C., will be ready for operation ina month. The 
line has been graded, and the tracklaying will be com- 
menced in a few days. 


Centralia & Chester.—The track has been laid be- 
tween Spartaand Nashville, Ill.,on the Louisville & Nash- 
ville, and the first passenger train was run Aug. 22, being 
an excursion from Sparta, the southern terminus. The 
road has been operated for 16 miles between Sparta and 
Oakdale. The latter point is about 10 miles southeast of 
Nashville. The line has been surveyed further northeast 
about 20 miles to Centralia, and southwest to Sparta, 
but little work has been done on either extension. 


Central of New Jersey.—The directors have, it is re- 
ported, decided to make the Atlantic Highlands the 
northern terminus of the New Jersey Southern branch, 
at which point the Sandy Hook boats will connect tor 
Seabright and Long Branch. The tracks on Sandy Hook 
peninsula must be removed in October next. The com 
pany has surveyed several routes for the new line from 
the Atlantic Highlands to Seabright. The route along 
the shore of the Highlands within the Hook, and cross- 
ing the Shrewsbury Liver at the Neversink Highlands, 
will probably be chosen. 


Chicago, Evanston & Southern.—The company filed 
articles of incorporation in Illinois last week. It is pro- 
posed to build a road from Evanston to Wedgewood 
avenue, in Chicago, thence through various streets to 
Jackson Park in the southern end of the city, and to 
Blue Island. The capital stock is $20,000:000 and the in- 
corporators and first Board of Directors are George W. 
Cole, C. R. Matson, J. W. Pease, J. M. Getman and 
Pleasant Amick. 


Cleveland, Wooster & Muskingum Valley.—The 
tracklaying is in progress south of Lodi, on the Akron 
& Chicago Junction road, and will srobably be completed 
to Wooster, O., a distance of 20 miles, by October 1. The 
grading has been finished several weeks. The road 
is being built by John B. McDonald, of Baltimore, 
and is a branch of the Baltimore & Ohio. C.J. Ryan is 
President. 

Columbia River & Astoria.—W. H. Kennedy, of 
Portland, Or., the Chief Engineer, began a new survey 
for this line last week with a party of 15 men. This sur- 
vey is to locate the line between Astoria and Goble, 


Wash., on the Columbia River, a distance of about 40 | 


miles. Itis expected that a new connection with the 


Northern Pacific will be made near the Columbia River. | 


The right of way will be secured as the survey progresses 
and itis proposed to begin the grading as soon as the 
line has been located. 


is to begin at once on this road west of Rapid City, S. D. 


Fitchburg.—A branch about two mileslong will prob- 
ably be built from near Marlboro, Mass., to granite and 
paving stone quarries. 


Florida Southern.—A contract for building several 
short branches to phosphate mines in central Florida 
has been recently awarded to T. L. Marquis, of Barton, 
Fla. 


Georgetown & Western.— The grading is reported 
to be nearly completed on the 10 calles of road between 
Georgetown and Granger, Tex. J. P. Hughes, of Fort 
Worth, has the contract. 


Georgia Roads.—Bills to incorporate the Tifton & 
Bainbridge, the East & West and the Boston & Albany 
are before the Georgia Legislature. Bills have been 
pas ed or become laws to incorporate the Seaboard & 
Augusta; the Georgia, Virginia & Baltimore, Frank 
Rice, W. G. Hemphill, of Atlanta, Ga., and H. L. Wilson, 
incorporators; the South Atlantic, the Louisville Branch, 
and the McRae, Ocilla & Southwestern, and to amend 
the charter of the Cartersville & Gainsville. 


Hope & Louisville.—The company has work in prog- 
ress on about two miles of an extension of its line 
beyond Louisville, Ark. Three miles of the line is now 
operated. The road is projected to extend from a point 
on the St. Louis Southwestern west of Louisville to 
Hope, Ark., a distance of 24 miles. John A. Roberts, of 
New Louisville, Ark., is President, and M. D. Tilton, of 
Texarkana, Tex., is Chief Engineer. 


Isthmus of Tehuantepec.—The 7wo Republics (Mexi- 
co) reports that construction work is practically sus- 
pended. The government is making inquiries into the 
condition of the works so far executed. The contract 
for the building of the road was made by the govern- 
ment with Colonel MacMurdo, of London, the price per 
kilometer being £2,700 sterling, payable in bonds. Sal- 
vador Malo, who has been engaged in the vonstruction, 
is a sub-contractor under Colonel MacMurdo, and is not 
directly responsible to the government. It is said that 
the government is so anxious that the road be finished 
| as apes rf as possible that it may complete the work. 
| The road is to extend ecross the Isthmas from Coatzaco- 
alcas, on the Gulf of Mexico, to Salina Cruz,on the Pa- 
cific Coast. 


Joplin & Western.—Grading has been recently com. 
menced on an extension from Joplin, Mo., west to-a point 
beyond Grant Falls in the direction of Chetopa, Kan., 
where the iine is to connect with the Denver, Memphis 
& Atlantic line of the Missouri Pacific, of which it is 
ja branch. It was organized early in 1890, and about 614 
miles of road was graded that spring and 24% miles of 
track was laid. 


Kansas Central.—The state railroad commissioners 
of Kansas state that they will have the attorney general 
commence proceedings to abrogate the charter of this 
line unless the Union Pacific, which operates the road, 
complies at once with the order of the commissioners 
issued several weeks ago that steel rails be laid immedi- 
| ately on the entire road from Leavenworth to Milton- 
vale, Kan., 166 miles, to replace tue iron rails now in the 
| track. Theofticers of the Union Pacific, however, state 
| that the delay in carrying out the order is due to the ac- 
tion of the commissioners. They were ordered to lay 





| 56-lb. rails, but having on hand a quantity of 52-lb. rails 
|asked for permission to lay that rail, but this request 
| has not yet been answered by the commissioners. The 


the last fiscal vear. 


| 
| 

Dakota, Wyoming & Missouri River.—The grading | operation of the line resulted in a deficit of $166,000 in 
| 


Contracts have been let for about 30 miles to Mystic on 
the west side of the Black Hills, where connection will 
be made with the Deadwood line of the Burlington & 
Missouri River road. The contract was let in the spring 


to Woods, Bancroft & Co., of Omaha, but financial dif- | 


ficulties have delayed the work. The line has been sur- 
veyed beyond Mystic to the coal mines in northern 
Wyoming. The distance is about 45 miles. It is expected 
to have the line in operation as far as Mystic next fall. 
William T. Coad, of Rapid City, is President. 

Denver, Apex & Western.—Notice was filed last 
week with the Secretary of State ut Denver of an increase 
of the capital stock of the company from $500,000 to 
$1,750,000. The increase was authorized by the stockhold- 


;ers toextend the road as far as Georgetown, west of | 


Idaho Springs, Col., the present proposed terminus. The 
mountains west of Georgetown will prevent any exten- 
sion beyond that point or make it very expensive. The 
line has been surveyed between Denver and Idaho 
Springs 40 miles; but, with the exception of a little grad- 
ing near Denver, only preliminary work has been done, 


such as surveying and securing rights of way, and the) 
officers state that no contract will be let for construction 


until they are ready to let at least the first section of the 
road to Georgetown. 


Duluth, Pierre & Black Hills.—The engineers have 
completed the cross-section as far as Blunt, S. D., about 
55 miles southwest of Faulkton, and probably contracts 


will be let shortly for the grading tothat point. At! 


present the northern division of the line between Aber- 
deen and Oakes is being graded. The road has been 
raded from Aberdeen through Faulkton to the Hyde 
ounty north line, about 55 miles. It now remains to be 
graded between the north line of Hyde County through 
Union and Spring Lake townships to Blunt, and thence 


Kickapoo & Northern.—The grading is to begin im- 
mediately on the first 35 miles of this road from Wau- 
| zeka, Wis., on the Chicago, Milwaukee & St. Paul, to 
Soldiers’ Grove. ‘The road is projected to Wilton, on the 
Chicago.& Northwestern, a distance of 60 miles. The Unit- 
ed States Construction Co., which will build the road, is 
reported to have succeeded in securing sufficient funds 
in New York to build the line as far as Soldiers’ Grove. 


Lake Champlain & Moriah.—A branch about two 

miles long is being built from near Elizabethon in Essex 

| County, New York, to the Fisher Hill mines, on the east 

side of the Adirondacks. The road has been graded, and 
tracklaying has been begun. 


Lehigh Valley Terminal.—The Roselle & South 
Plainfield, the Newark & Roselle, the Jersey City, 
| Newark & Western, the Newark & Jersey City Terminal, 

the Newark, the Newark & Passaic, the Jersey City 
| Terminal and the Edgewater roads, proprietory lines of 
|} the Lehigh Valley, will be consolidated under this title 
i this week. The new line of the Lehigh Valley to New 
York Harbor was built under the charters of these com- 
panies, which were incorporated at various times since 
the work of extending the line beyond Bound Brook and 
Perth Amboy was projected. The extension parallels 
the Central of New Jersey through Roselle, Plainfield, 
Elizabeth, Newark and Bayonne to Jersey City. The 
line will be used for freight trains, the passenger trains 
being run into Jersey City over the tracks of the Penn- 
sylvania from Perth Amboy, as at present. 


Louisville & Nashville.—The Napier branch of the 
Nasaville, Florence & Sheffield has been completed from 
Summertown as far west as the Napier Iron Works, a 
distance of 12 miles. The line will be put in operation 
between these points this week, 
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' Mexican Roads.—A Brownsville (Tex.), dispatch 
states that the concessionaire of General Cuellar’s pro- 
posed road from Matamoras to San Luis, Mex., has 
just completed negotiations for the construction of 
the first 36 kilometers and that work is to commence 
within a few weeks. 


Minneapolis, St. Paul & Sault Ste Marie.—General 
Manager Underwood lately stated that the work on the 
extensions in North Dakota is progressing rapidly. ‘‘We 
are laying three miles of track a day between{Hankinson 
and Valley City, and we are also laying the track from 
Boynton toward Bismarck.” 


Monterey & Mexican Gulf.—The road was completed 
into Tampico, Mex., Tuesday evening, Aug. 25. The 
first train to pass over the entire line, from Monterey to 
Tampico, a distance of 321 miles, consisted of 13 cars 
loaded with ore. 


Murfreesboro.—Tracklaying will begin this week on 
this branch of the Seaboard & Roanoke, which is to ex- 
tend from Pendleton, N.C. The grading has just been 
completed to Murfreesboro, the section which is to be 
built this year. 


New Orleans & Northwestern.—The settlement of 
the difficulties existing between Hyde & Son and the 
Natchez Construction Co. has been ratified by the direct- 
ors of the railroad company, and it is expected that work 
will be resumed shortly on the extension north of Ray- 
ville to Oak Ridge and Bastrop, La. It is understood 
that W. Dunbar Jenkins, of Natchez, Miss., and C. H. 
Hammett, of Kansas City, will be appointed as receivers 
to effect a final settiement. 


New Roads.—A survey is being made from Green 
Spring Junction northwest about 20 miles to West- 
minster, Md., on the Western Maryland road. The 
engineers are continuing thesurvey beyond Westminster 
through Carroll County, and the party crossed the north 
Patapsco River this week. It is thought that a line will 
be run to Gettysburg, Pa. 

The citizens of Liberty, Me., propose to organize a 
railroad company to connect that town with the Maine 
Central or the Kennebec Central. The officers of the 
latter road have been asked to extend their line from 
near Augusta easterly to Liberty. Hon. W. H. Hunt 
and J. W. Clough are interested in the project. 

Right of way has been secured and a mh | made for 
the proposed road from Rogers City through Grayling, 
Cadillac and Latta to Baldwin, Mich. The company is 
being organized by the owners of the saw-mills along 
the line, which will extend through a dense timber 
country. A. E. Allison, of Grand Rapids, Mich., is one 
of the projectors. 

A branch is being constructed from near Crested 
Butte, Col., to marble quarries, a short distance from 
that town. 


Norfolk & Western.—A survey is being made from 
Colburn, Va., on the Clinch Valley Division, up Big Tom 
Branch, to coal mines of the Virginia & Tennessee Coal 
& Iron Co., in Wise County. 


Northern Pacific.—The following account of the con- 
struction work on the Washington lines by E. H. Me- 
Henry, Privcipal Assistant Engineer, is an interesting 
and short résumé, though it does not give any news to 
those who have followed these columns: ‘‘ We have be- 
gun no new work this year, and it is not likely that we 
will, but we are laying a good deal of track. Last 
year considerable work was mapped out and started 
upon. All the work which we started on this year had 
been begun last year, and although we have not begun 
any new work since 1890, we have built even more miles 
of new road this year than during the preceding twelve 
months. The Lewiston extension is sents com- 
yleted, and will be ready for operation shortly. 
The extension from Chehalis west to South 
Bend will be finished this year also. We 
have done nothing on the extension of the Green River 
& Northern, and I don’t think we shall begin again this 
year. The second track between Puyallup and Tacoma 
will be ready in September. The line is being straight- 
ened out in the Puyallup reservation at a point where 
there is a dangerous curve. Our main reason for making 
the change is forsafety. The earth from the cut will be 
filled in under the trestle across the bay at the draw 
bridge at Tacoma. 


Omaha, Kansas Central & Galyeston.—T. A. But- 
ler, of Lyons, Kan., who has the contract for building 
the road through Nebraska from Superior to the Red 
River in Texas, a distance of 535 miles, has sublet 485 
miles of the contract to H. P. Sheldon, of Kansas City. 
The remaining 50 miles have been sublet to Grant & 
Duncan, of Denver. 


Paducah, Tennessee & Alabama.— About 130 teams 
and 300 men are being employed at present on the ex- 
tension from Paris, south to Hollow Rock, Tenn., a dis- 
tance of 24 miles. All of the line is now under construc- 
tion, the grading being let in sections of four miles. The 
following is a revised list of the contractors on the ex- 
tension: F. J. Moss, St. Louis, Mo.; Brown Bros., of St. 
Elmo, Il.; C. O. Faught & Co., St. Elmo; Burke Bros., 
Welch Bros., James Austin and M. Tausy. M. S. Cartter 
& Co., of St. Louis, Mo., have the contract for all the 
bridge work. The grading will be easy, the route being 
through 2 rolling country. The maximum grade is 52.8 
per mile and the maximum curvature will be six de- 
grees. The trestle at Paris will be 1,432 ft. long, and of 
an average height of 65 ft. 


Philadelphia & Reading.—The company has com- 
menced surveying for its proposed cut-off line between 
the eastern end of Oreland Valley road at Edge Hill, 
near Philadelphia, and the Bound Brook road. The ob- 
ject, it is said, is to secure a more direct route to New 
York for Schuylkill Valley coal, which now goes by wa 
of West Falls Station from the main line, throug 
Wayne Junction and Jenkintown. 


Pittsburgh & Lake Erie.—The double track on the 
main line between Pittsburgh and Youngstown, O., 68 
miles, which bas been in progress the greater part of this 
year, will probably be completed before January. The sec- 
ond track is now being built on two sections, aggregat- 
ing 23 miles. The rw has taken advantage of the 
opportunity afforded by the double tracking to revise 
the alignment and grades to an extent that amounts to 
rebuilding. The grades are being reduced from a maxi- 
mum of 27 ft. to the mile to 16 ft. to the mile. The old 
alingment followed the contours of the hills in detail as 
much as possible. The new alingment follows the 
grand contours of the valley and is thus greatly im- 
proved. The double track is now in use ea Pitts. 
burg to Shannopin, 18.7 miles; from Beaver to Wam- 
pum, 15 miles, and from Carbon to Youngstown, 11.4 
miles, a total of 45 miles. Work is in progress from 


Shannopin to Beaver, 10 miles, and also from Wampum 
to Carbon. The former includes the filling of three via- 
ducts aggregating 2,000 ft. in length and averaging 50 ft. 
in height. The latter includes the building of a three- 
span plate girder deck bridge of 311 ft., over all, across 
the Heaver River, also a five-span plate girder deck 
bridge across the Shenango River, about ft. over all, 
and other smaller bridges. 


Pittsburgh & Moon Run.—This line,about eight miles 
long and extending from Groveton, Pa., to coal fields 
west of that town in Allegheny County, was opened for 

eneral traffic last week. It is expected that the freight 

rom the coal mines will average 250 car loads a day, but 
this traffic will not begin until November. The new line 
connects with the Pittsburgh & Lake Erie at Groveton, 
near Montour Junction, about 11 miles north of Pitts- 
burgh. The route isup the Moon Run Valley nearly 

arallel to the Montour Railroad. Peter Hitchcock, of 
Flevoland, is President. 


Ravenswood, Spencer & Glenville.—Track laying 
will probably be resumed this week east of oy A on this 
line, a branch of the Ohio River road. The line has been 
graded as far as Spencer, W. Va., 17 miles beyond Le- 
roy, and it is expected that it will be in operation be- 
tween the Okio River and Spencer early in October. 
The first section of the line, between Ravenswood, where 
connection is made with the Ohio River road, and Le- 
roy, has been in operation since May 15. 


San Antonio & A:ansas Pass.—The Waco Branch of 
this lme has heen extended northward from Rockdale 


the matter of building a new line into Chicago from 
Montpelier, Ind., which latter point the Wabash direct 
line now reaches. It was decided to begin building the 
extension right away. This new Ws - nh line will 14 
miles shorter between Detroit and Chicago than the 
other route. From Montpelier the new road runs 
straight west tothe Indiana state line. There are 25 
miles already graded from Montpelier west and work is 
in progress still further west in a deep clay cut in La- 
porte County, Ind. From our depot grounds in Chicago 
we — a track extending 20 miles out to the Indiana 
state line. 


Wadena & Park Rapids.—This line is now in opera- 
tion between Eagle Bend and Park Rapids, Minn., 55 
miles, as stated last week, as one of the lines of the 
Great Northern. The connection with the operating 
road is made at Eagle Bend. The stations and distances, 
beginning at that point, are as follows: Hewitt, 11 miles; 
Wadena, 19 miles; Leaf River, 23; Sebeka. 33; Menahaga, 
43; Park Rapids, 55, or 209 miles from St. Paul. Park 
Rapids is the county seat of Hubbard County, and the 
nearest railroad point toItasca and other lakes at the 
source of the an and also to Leech Lake. The 
branch extends through a fine agricultural and timber 
country in Todd and Hubbard Counties. 


Westerly & Jewett City.—This company was _ for- 
mally organized at Westerly, R. I., Aug. 18. Over $100,- 
000 of the capital stock has been subscribed. The Con- 
necticut company has not yet been organized, and the 
construction of the road will be delayed until the Con- 
}necticut charter has been accepted. The route was 





to Cameron, Tex., 15 miles, and; was opened for busi- 
ness to the latter point on Aug. 25. The new stations 
established on this extension are: Minerva, 110.5 miles 
from Yoakum on the main line and Cameron, 117.8 miles 
from that point. 


the Guerneville Branch is being built from Guerneville, 
Cal., to a tract of redwood timber about 114 miles west 
of the terminus, 


Sewickley & Jeannette.--The company was incorpor- 
ated in Pennsylvania Aug. 26 to build a road about 15 
miles from the north bank of Youghiogheny River to 
South Huntington township, Westmoreland County, 
near the mouth of Big Sewickley Creek to the town of 
Jeannette. The capital stock is $150,000. B. L. Wood, 
Jr., Pittsburgh, Pa., is President. 


Smithsonia, Danielsville & Carmesville.—The grad- 
ing on this road has been completed for a number of 
miles through Madison County, Georgia, It is being 
built by Col. James M. Smith, of Smithsonia, Ga. A 
large force is working on the road at present and the 
track has been laid several miles south of Smithsonia. 
The line will probably be completed to a connection with 
the Georgia, Carolina & Northern at a point east of 
Athens during the fall. 


was noted last week, has been organized to build | 
branches to coal mines in Iowa owned by the White- | 
breast Fuel Co., of Chicago, The track has already been 
laid on aline from a connection with the Chicago, Bur- 
lington & Quincy, near Ottumwa, to the town of Keb, in 
Wapello County, about three miles. The company is 
authorized to construct branches to other coal mines in 
the same county not situated on existing railroads. It is! 
also proposed to construct short branches from the Iowa | 
Central east to the coal mines in Mahaska County, and 
from the Chicago, Burlington & Quiney westward to the | 
coal mines in Marion County, lowa, west of Mahaska | 


President, and T. C, Mauro, of Ottumwa, is Secretary 
and Treasurer, . 


Tacoma. Olympia & Grays Harbor.—The officers 
of the Northern Pacific, of which this road is a branch, 


Straits of San Juan de Fuca. 


towns west of Trinity, Tex., have been agitated over a 
epee! to organize a company to build a line from the | 

issouri, Kansas & Texas at Trinity west to a conection 
with its main line. Two routes were proposed, one via 
Cameron, and a more southerly one via Bryan and Cald- | 


week to build over the latter route. The line is to extend | 
from Trinity west to Madisonsville, and thence south- | 
west through Bryan, Caldwell and Lexington to Taylor, 
a distance of about 125 miles. Hon. H. King, of Cald- 
well, is one of the projectors. 


Texas, Louisiana & Eastern.— Additional contracts 
will probably soon be let for grading on this road. It 
has been surveyed for about 40 miles east of Conroe to a 
point in Liberty County, Tex., and the contract for the 
first 20 miles from Conroe to Lronwood was let in June. 
Clay & Young, the contractors, have recently increased 
the nuxber of men at work on the line, and expect to 
have the road completed to the new town of Cleveland 
early in the fall. 


The line extends through the counties of Trinity, Madi- 
son, a small point of Brazos, Robertson, Milan, and into 
Williamson, the ss distance being 113 miles. 

he surveyors will be in the field within the next 10 
days. Contracts are not likely to be let for some time 
yet. There will be no heavy work on the road, and only 
three iron bridges. The cost of bullding the road will 
be extremely low. The lumbermen of east Texas are in- 
terested in the road toa very large extent. It. will ex- 
tend through a fine farming country and will connect 
the — forests of east Texas with the granite and iron 
of the Llano region. Nearly all the lines building to 
deep water at Galveston or the Gulf must cross it. 





San Francisco & North Pacific.—An extension of, 


surveyed by William G. Smith, of Waterbury, Conn., 
|} and is from Westerly, R. L, northwest through Hop- 
| kinton, R.1L, and through North Stonington, Volun- 
| town and Griswold to Jewett City, Conn. 


West Virginia Central & Pittsburgh.—The branch 
| from the main line near Elkins west to aconnection with 
| the Baltimore & Ohio will probably be completed to 
| Uniontown about Nov. 1. The work of changing the 
| auge of the Greenbrier branch of the Baltimoce & Ohio 
Eas been delayed and the traffic arrangement between 
| the two companies by which the West Virginia line is 

to secure an entrance into Pittsburgh willhardly go into 
| effect until next spring. The 60-Ib. rails now in the 
| track are to be replaced with 70-Ib. rails, and the larger 
| section has already been laid about 30 miles west of 
| Cumberland, Md. 


| Whitefield & Jefferson.—About 700 men are now at 
work on the extension from Jefferson east to Berlin 
Fails, N. H., which was described last week. No track 

has yet been laid, but the grading is finished for about 

| one-fourth of the distance. The contractors propose to 
largely increase the force on the construction work 
immediately. 


Wilmington, Onslow & East Carolina.— About 300 
| men are working on the extension beyond Jacksonville 
Y The line has been 


Souther» Iowa.—This company, whose incorporation northeast toward Newbern, N.C 


cleared for 18 miles through Onslow County, and the 
grading is in progress on nearly all of this section. The 
extension connects with the Atlantic & North Carolina 
road at Newbern, on the Neuse River, and is 35 miles 
Jong. 








GENERAL RAILROAD NEWS. 


Alabama Midland.—The recent suit begun by the 
Alabama Terminal & Improvement Co. against the 
Plant Investment Co. in the Chancery Court at Mont- 


County. Paul Morton, Rookery Building, Chicago, is! gomery, Ala., for the appointment of a receiver for this 


road will be withdrawn under an agreement recently 
made between the two companies by which all litiga- 


| tion is to be suspended, 


Cairo, Vincennes & Chicago.—J. S. Morgan & Co. 


have been asked by the town of Montesano, Wash., the have issued a circular to the holders of the company’s 
western terminus of the line, to build a branch in a_ securities, stating that payment has been made of all 
northerly direction, along the Wynoochie River, to the receiver's certificates and interest thereon, leaving $400,- 
000 of Cleveland, Cincinnati, Chicago & St. Louis four 


Taylor, Bryan & East Texas.—For some weeks the | } 


per cent. bonds to meet suits still in litigation. The 
vankers do not think the suits will involve the payment 


of any considerable amount, and as soon as they are set- 
tled the remaining assets will be divided among: the 
| holders of the surplus receipts. 


Central of New Jersey.—The following shows the 


well. The above company was organized at Taylor last | earnings for July and the seven months to July 31: 


Month of July. 


| 1891. 1899. Inc. or dec. 
TE GO oss ncctctecses $1,334,527 $1,317,759 1. $16,768 
CROP. GHPOR. 6 0ccccesccees 736,657 704,715 I. 31,942 
gy ee $597,870 $613.94 ~—-O. $15,174 
| For seven months: 

ND Pi ivinsinenssckne $7,839,795 $7,379,779 I. $460,016 
POR. CMe ccccvesvcace 4,542,051 4,366,368 I. 175,683 
AI cia niin $3,207,744 $3,013,411 _—‘T. $284,333 


Cleveland, Cincinnati, Chicago & St, Louis,— 
| The earnings for June and the 12 months compare with 
| the same periods of the previous year as follows: 


Month of June. 





Tr nity, Cameron & Western.—This company was| ¢ ~— 1891, 1890. Inc. or dec, 
organized at Cameron, Tex., recently, by Pe wes rend from pence eae wie oee ee t - oe 
a number of towns in east Texas, which have pledged ey ce onseniecaane <a : — 
aid to a new road from the cotton and farming countr Net earn............. - $412,773 $417,189 D. $4,616 
at the western end of the line near Georgetown and | Int., taxes and rentals.. 269,762 263,243 I. 6,519 
Cameron to the lumber region at the eastern end near pe Oe | 
Trinity. It is proposed to build the line asa branch of | SUPPIUS-----. -..-..... $143,011 $154,146 D. $11,135 
the Missouri, Kansas & Texas, with which a connection | ,, 7welve months to Junc 30: 
is made at both Trinity and Granger, the termini of Gace peony ante $12,962,307 = $13,173,315 D. $211,008 
the line. ons comeeee is expected to aid inthe con- ee en amennane Racca 006,878 1, 433,456 
struction of the road. ‘The route is from Trinity west| Netearn.......... ... 588,889 $4.366441. $229,448 
through Madisonville, Hearne, Wheelock Port Sulli-| Int., taxes and rentals. S10 6 err} I. is 
van, Maysfiel€, Cameron and Davilia to Granger, and * ---——— ———— ? hepa 
through several other small towns between these points. ! Surplus............... $1,483,343 $1,375,821 I, $107,522 


Decatur, Chesapeake & New Orleans.—The fore- 
closure sale has been necessarily postponed indefinitely, 
no bids having been offered on Aug. 10, the day set for 
the sale. The court had ordered that the minimum bid 
to be considered must be $300,000. The road is com- 
pleted between Boonville and the Alabama state line in 
Shelby County, about 34 miles. 


East Tennessee, Virginia & Georgia.—The following 
table of earnings for the year ending June 30 includes the 
earnings of the Knoxville & Ohio road, but not those of 
the Memphis & Charleston : 








. ; 1891, 1890 
Wabash.—In an interview at Chicago, James F. Joy, | Gross earn..... ................ $7,438,530 $7,041,162 if 

a director who has just returned from London, where he Oper. €XPeN........ +026. sc evens 889,078 #506. 16L I : oon 

secured the consent of the English stock and bond hold- N RS 2 Ee oe ay eye 

ers to the construction of a new line to Chicago, spoke| payee’ “™P* ** steeee07* $2,549,452 $2,444,098 I. $10i.d5¢ 

as follows: “We held a meeting at Winchester House| “= "8 ——— meees 1 24,706. 

two weeks ago, the scle purpose of which was to discuss NDS cscnextncekencvend $2,360,220 $2,280,562 I. $79,658 
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Illinois Central.—The income from traftic for the | 
month ending July 31, 1891 and 1890(July 1891 estimated), | 
was as follows: 


| 








1891. 190. Inc. or dec. 
Miles operated....ccccocce. 2,875 2,875 | 
CD GIRS 5s. Fearn vstiekond $1,425,014 $1,280,590 i. $144,424 
Oper. expen. and taxes.... * 1,159,427 963,391 1 a 196,036 | 
Net earnings............++ $265,587 $317,199 D. $51,612 | 





| 
* The cperation expenses include large outlays for repairing | 
damages on the Dubuque & Sicux City road, caused by floods | 
in the neighborhood of Cherokee and elsewhere in lowa. 


From the net earnings of the year ended June 30, 1891, | 
a further dividend of two per cent. has been dec'ared, | 
which, with the dividend paid March 1, makes five per | 
cent. for the year. 


| 
Kansas City, Memphis & Birmingham.—It has been | 


decided to fund the September coupons and the coupons 
for the next two years—five coupons in all—upon the | 
$6,892,000 five ; er cent. bonds, giving for the coupons 10- | 
year six per cent. notes; net earnings to be applied to 
the drawing of the refunding rates at par. The interest 
upon the $1,191,000 six per cent. equipment bonds will be 
paid in full. 


Lake Shore & Michigan Southern,—The following | 
figures of the ——a of the company for the three | 
months ending June 30 are from the report to the New 
York Railroad Commissioners: 

1890. Inc. or Dee. | 


1891. 
Gross earn........ $4,729,415 $5,017.952 D. 











Oper. expen 3,144,431 = 3,448,879 D. 
itt Mis ncnanicascapies $1,654,934 $1,569,073 I. $85,861 
Other MCOMGE...rccvececcccces 91,981 133,842 D 21,861 
De cicaeede aie $1,746,915 $1,682,915. $64,000 | 
DINO GORENG 666 <0 ciarde cons 1,056,481 1,085,267 D. 28,786 
DMIOR. nc os sesanacwivacs . $690,434 $597,648 I. 392,756! 
DO OE HN. «6 ocndscecccese 1,992,693 2,766,237 D. 772,544 


Taking the returns of the previous quarter, the figures 
for the first half of the fiscal year would be about as 
follows: 

TOTAL NET REVENUE. 


1890. 1891. Inc. or Dec. 
Pinel QUOC. i.ccrcccee cocbcs $1,750,035 $1,639,729 D. $110,306 
BOCO"A GQUATCCT..0.0.c0s000 cecse 1,682,916 1,746,915 I. 63,999 





eR aie cca tates $3,132,951 $3,386,611 _D. $46,307 
FIXED CHARGES. 
Fivet GUattel .<.: cicce<s% aves $1,069,318 $1,069,125 D. $193 
Second quarter....... + ..... 1,085,268 1,056,481 D. 28,787 
BERNE BODES cecasivecoccdssxanus $2, 154,586 $2,125,606 D. "$28,980 
SURPLUS. 
iret Quarter. 2.0. ccccsscccces $680,717 = $570,604 PD. $110,113 
Second quarter....... .... «+- 597,648 690,434 I. 92,786 
BARE FORK. 666 csodin cee -viceass $1,278 365 $1,261,038 D. $17,327 


Long Island.—The company will probably, during 
the next two months, transfer its principal freight sta- 
tion from Long Isiand City to land on New York 
harbor at Bay Ridge, just outside the limits of Brook- | 
lyn. It extends about 700 ft. on the water front, and 
contains over 100 acres of land. Long docks, bulkheads 
and piers have been built there, and the terminal facil- 
ities are nearly completed. The track which will be put 
in operation extends from Bay Ridge in a straight line 
to the Manhattan Beach junction of the Long Island 
road, and thence to East New York and Jamaica, which 
is the central point for all of the branches of the road. 
The distance between Bay Ridge and Jamaica is 14's 
miles. The freight from the Eastern states for Brooklyn 
and Long Island will be brought over the new Boston 
route, which is to be put in operation on Sept. 15. By 
this route the freight cars will be transported from Wil- 
son's Point, Conn., to Oyster Bay on flat boats, and there 
run directly upon the tracks of the Long Island road, 
and thence to Bay Ridge, which will be a shorter route 
than the old one to Long Island City. | 


Louisville & Nashville.—The earnings for the fiscal 
year ending June 30 were published last week and are 
as follows: 























1891. 1890. Inc. or dec. 
GUOES OBER sis ccnivine se $19,220,729 $18,846,003 1. $374,726 
Oper. expen. eceee 12,058,445 11,419,092 1. €39,353 
Net earnings.......... $7.162,284 $7,426,911 D. $264,627 
Int., rental and taxes.. 4,618,433 4,922,415 D. 303,977 
MIRROR... cs cicunseeeens $2,543,846 $2,504,496 I. $39,350 | 
Other income........... 717,874 638,686 I. 79,188 
I ee $3,261,720 $3,143,182 1. $118,538 
Loss on lease lines ... 295,494 277,40 D. 72,046 
PE os caver totes $3,056,226 $2,865,642 I. $190,584 
NS ere 2,400,000 2,406,483 D. 6,483 
Re ery eer ‘ $656,226 $45°,159 I. $197,067 


There was a protit on the lease of the Georgia road | 
this year of $60,658, against a loss in 1890 of $90,338. The | 
loss on the Pensacola & Alabama was $189,992, against a 
loss of $187,202 in the previous year, and there was a loss 
in 1891 on the lease of the Alabama Mineral of $15,502. | 
The net losses on the company’s leases were $132,704 | 
smaller than in the previous year. The amount of divi- 
dends was substantially the same in the two years: 5 per 
cent. cash was paid this year, while in the previous year 
there were stock dividends of 4.90 per cent. ($1,888,315) 
and a cash dividend of 1.10 per cent. ($518,167). The net 
balance after all payments was $656,226, against $459,159 
in 1890, and $126,213 in 1889, 


New York & Brooklyn Bridge.—The New York 
Supreme Court Commission, appointed to appraise the 
value of the property to be taken for the new bridge ex- 
tension for storage tracks along Washington street, in 
Brooklyn, has completed its report. ere the offers 
of the bridge trustees for the property were not ac 
cepted the Commission has awarded about 15 per cent. 
more. The total amount is $517,600 for the property in 
Washington street, and $12,600 for a small piece in Tillary 
street. 


Northern Pacific.—The earnings of the company for 
the year ending June 30, exclusive of those for the Wis- 
consin Central lines, were: From freight, $17,531.222; 
from passengers, $6,680,491; and from mail, express and 
miscellaneous, $939,830, the total earnings being $25, 151,- 
544, The operene expenses were: Conducting trans- 

ortation, $7,039,446; maintenance of equipment, $2,- 

89,033; maintenance of way and structures, $4,150,321; 


| ating, $9,750,547. The miscellaneous income was $1,593,- | 


Month of July: 1891. 1890. Inc. or Dec. 
Gross earnings............ $1,936,874 $1,840,983 I. $95,891 
Oper. expenseés..........- 961,748 967,361 dD. 2,613 
Profit in operating $873,622 I. $98,504 
Other income.... .... 2... 119.435 D, 38,060 

Net earnings ........... $1,053,501 $993,057 I. $60,444 
Expen. for perm. improv. 19,208 29,553 D, 10,345 
One-twelfth of year’s 

fixed charges..........- 620,123 598,505 ia 21,918 

$639,631 $28,058 I, $11,573 

a ee $113,870 365,000 I, $48,870 

Fiscal year to June 31: | 

| Gross earnings ...... .... $13,567,790 $13,157,453 
Oper expenses............ 7,642,563 7,729,346 
Profit in operating...... . $5,428,107 I. $497,120 
Other income....... ae ~ 366,607 D, 46,333 


| preferred stock (or certificates of equitable interest 


| stations at Waco and other points on the new Waco ex- 


THE RAILROAD GAZETTE. 


taxes were $460,594, and the total operating expenses 
and taxes, $15,400,996, leaving net earnings from oper- 


135, bringing the total net income of the company to 
$11,343,682. The rentals amounted to $1,362,114; interest, 
dividends and miscellaneous payments were $10,905,396, 
leaving a surplus of $438,286. 

The company has now received all the Minnesota lands 
awarded to it by the Supreme Court in the suit brought 
by the St. Paul, Minneapolis & Manitoba Co., and the 
Land Commissioner has already turned over $600,000 in 
bonds out of the proceeds of sales of lands by him, and 
will soon make a payment of $700,000 in cash. 

Pennsylvania.—The following is a comparative state- 
ment of the earnings of all lines east of Pittsburgh and 
Erie, for July: 

1891. 1890. Inc. or dec. 
$5,679,782 $5,374,465 I. $305,316 

3,994,600 4,019,003 LD. 114 403 


I, $419,719 


Gross earnings.. ...... 
Operating expenses... 








Net earnings.... $1,775,182 $1,355,463 
From Jan, 1: 
Gross earnings........ $37,155,195 $37,332 979 D.$177,784 
Operating expenses....- 26,371,926 27,001,264 D. 629,338 
Net earnings . $10,783,269 $10,331,715 J. $451 554 


Philadelphia & Reading.—The following statement 
shows the earnings of the railroad for July and the fiscal 
year to July 31, as compared with corresponding periods 
in 1890: 







































































Net earnings...... .... $6,245,501 $5,791,714 1. $450,787 
Expen.for perm.improv. 314,289 465,317 D. 151,028 
One-twelfth of year’s 

fixed charges.......... 4,936,545 4,788,037 a = 

$5,250,874 $5,253,354 D. $2,520! 

IN aii é ks ens Cones $994,667 $541,360 I. $453,307 | 


The gross receipts of the Coal & Iron Co. were $1,879,- 
463 in July, 1891, an increase of $83,622. The profit from 
mining was $111,284, as compared with a deficit of $32,- 
649 last year. The gross earnings for the year were 
$11,922,660, an increase of $959,220. The year’s opera- 
tious show a deticit of $741,584 as compared with a de- 
ficit of $896,336 in 1890. 


Pittsburgh, Cincinnati, Chicago & St. Louis. 
The earnings of the western lines of the Pennsylvania 
for July, 1891, as compared with the same month in 1890, 
show an increase in gross earnings of $16,341; a decrease 
in expenses of $16,622, and an increase in net earnings of 
$32,964. The seven months of 1891 shows a decrease in 
gross earnings of $538,302, a decrease in expenses of 
$560,878, and an increase in net earnings of $22,575. 
These figures include the earnings of the Little Miami 
road. 


San Antonio & Aransas Pass.—The Reorganization 
Committee invites holders of Central Trust Co. certifi- 
cates for the deposit bonds under the reorganization 
agreement of March, 1891, to subszribe before Sept. 1 
toward the cash requirements of the committee accord. 
ing to the terms of the plan of reorganization. For each 
subscription of $850 the subscriber to become entitled to 
receive under the reorganization a first mortgage five 
per cent. bond in the sum of $1,000, carrying interest 
from July 1, 1891; $350 in five per cent. non-cumulative 
therefor), and $350 of common stock or certificates. 

The receivers have applied to the state court at San 
Antonio, Tex., for an order from the court authorizing 
them to issue $75,000 of receivers’ certificates. The bonds 
are to be issued principally to pay for the erection of 


tension. 


Sinaloa & Durango.—The Mexican governmert an- 
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Chicago, St. Paul and Minneapolis during the month of 
July, 1891, was: 

Chicago. Milwaukee & St. Pawl............crcccsicccscescreses 17.08 
Chicago, St. Pant & anene Cisy..... oo... 000.500: cesesceses 18.07 
Chicago & Northwestern. . es 
MOOT.) Nas hich ae Rb da. da ewd¥ndcbicadaaend’ 
Chicago. Burl ngton & Northern........... cecccces secscees 11.95 
PAWOTG CH Sere HS. 5 Wh Bs ME OD asin csie a venir versaneesees 

But if the special excursion traftic, amounting to 8,000 
passengers (principally composed of Christian Endeavor 
and Grand Army business), which was diverted by the 
Board to the Chicago & Northwestern, Burlington, and 
Albert Lea routes, be not taken into account, the per- 
centages would appear as follows: 

Chicago, Milwaukee & St. Paul 
Chicago, St. Paul & Kansas City................ 5 
CSUN Ob PUMCUNITOURONER so o.0.5 5.00:0000 00 be nseceesnnnndsee.ccise 14 
Eo a555:9: 0555605006 Kecanensashiensieeen souks 
a eee 
PE i hadavars ncedhixxewestaanpeiavaaseronstedaaenl sede 

The Nationa] Transportation Association held its quar- 
terly meeting in this city last week. Representatives 
were present from the Boards of Trade of Cincinnati, St. 
Louis, Boston, Buffalo, Milwaukee, Louisville, Indian- 
apolis, Duluth, Detroit, Toledo, Kansas City, St. Paul, 
Minneapolis, Baltimore, Omaha, Philadelphia, New Or- 
leans, Denver and Chicago. The committee on a uni- 
form bill of lading reported that progress had been made 
toward securing a uniform bill founded upon the com- 
mon law. The uniform freight classification adopted by 
the National Classification Committee was indorsed. A 
committ.e was appointed to arrange for joint confer- 
ences witb railroad associations when matters of mutual 
interest arise. 

The Central Traffic Passenger Committee meet Sept. 2. 
Among the subjects for consideration will be the ques- 
tion of the advisability of issuing an interchangeable 
5,000-mile ticket for commercial travelers. 

The Western Passenger Association lines have agreed 
to extend the territory to which harvest excursion tickets 
may be sold to all points on the Nashville, Chattanooga 
& St. Louis, the Louisville, New Orleans & Texas, in 
Mississippi and Louisiana, except New Orleans; and to 
points on or reached via the Queen & Crescent and Louis- 
ville & Nashville roads. 

Chairman Finley has refused to sustain a complaint 
against the Chicago & Northwestern of seliing tickets at 
a hotel office in this city contrary to agreement, failing 
to find the charge proved. 

The Southwestern Missouri River lines, which partici- 
pate in the agreement for division of tonnage, carried 
the following amounts for the first five months of 1891: 

















Line. P. c. 
AtChinon.....02.00% 17.8 
NG in) 68 Bb iis 00866 Ne deKSe mdenokwateckasercee 12.4 
NR a iin. sete ncals wcndiabes-ouneteaaeeGae iaie 19.7 
DEE cdsctdcbtéerreeeeennons newins 6.5 
Rock Island 10.8 
C.. 3. F. & 5.2 
a Sci. onc diver ads ea sins vakvictasbeontad 9.1 
PN 055 56.00 banc acteAsedsaad, sewmnseey 18.5 

824,192 100.0 


The Western roads have agreed to follow the Burling- 
ton in resuming the payment of ticket commissions to 
the agents of the Grand Trunk, the Chicago & West 
Michigan, the Detroit, Lansing & Northern, and the De- 
troit, Grand Haven & Milwaukee. 

The Indiana, [llinois & Lowa has applied for member- 
ship in the Western Freight Association as to that por- 
tion of its line located between Streator, I]l., and Kan- 
kakee, Il]. The application will probably be granted. 
The admission of this road to the Association will do 
away with numerous complaints made in the past that 
it was a disturber of through rates. 

The Live Stock Weighing Association has voted that 
from Sept. 1, the practice of making a deduction of 500 
Ibs. per car as compensation for variation in weights 
shall be abrogated on all live stock carried by the 
hundred pounds, and actual scale weights shall be 
charged in all cases. The committee states that this 
action is rendered the more necessary because actual 
weights are obtained at St. Louis, and the continuation 
of the present practice at Chicago and other points is a 
discrimination against those markets where actual 
weights are obtained and charged for. 

Lake grain rates to Buffalo are unsteady at 234 cents a 
bushel for wheat. 

While there is a heavy movement of grain all around, 
there are some regions where it is not so free as had 
been expected, notably parts of Kansas and Iowa. 
Traffic Manager Busenbark, of the Chicago, St. Paul & 
Kansas City, who has been making a tour of inspection, 
thinks the circulars sent out by the Farmers’ Alliance, 
advising farmers to hold their grain for higher prices, 
have something to do with the delay in sending grain 
forward. The flurry on the Chicago Board of Trade has 
also helped to keep the grain back, and has given the 





nounces that the concession granted to this company in 
1888 for a road between Culiacan, in the State of Sinaloa 
and Durango has been forfeited, the company having 
failed to begin construction work before February, 1891. 
The subsidy granted by the forfeited concession amounted 
to $16,000 per mile on about 400 miles of road. The for- 
feiture does not affect the line in operation between the 
Port of Altata and Culiacan, which was built under 
another concession. 


Texas Trunk,—The application for a rec_iver recently 
made by the Attorney General of Texas in the State 
Court at Waxahachie has been denied. The Attorney- 
General brought suit on the ground that the road was 
not ~ ‘nena in propercondition, and was unsafe for 
travel. 





TRAFFIC. 
Chicago Traffic Matters. 


CuHIcAGco, Aug. 26, 1891. 

There is considerable of a disturbance in the 
Central Traffic Association over the action of 
the Lake Shore & Michigan Southern in reducing, on 
Aug. 20, the rate on salt from Cleveland to Chicago to $1 
per ton, areduction of 25 per cent., or 5 cents per 
bbl. The Saginaw Valley salt producers have been 
controlling the market against Cleveland and several 
conferences had been had without result. The action of 
the Lake Shore, while in conformity with the Interstate 
law, was not taken through the Association,consequently 
the Saginaw Valley lines were unable to meet the rate 
at the date it was made effective by the Lake Shore, 
and the latter secured alarge shipment. The other lines 
met the rates Aug. 25. The Lake Shore claims that the 
Cleveland producers are en'itled toa lower rate than 
the Saginaw Valley producers. 

The Board controlling the division of the Northwest- 








general expenses, $1,561,595, a total of $14,940,402. The 


ern passenger business ‘oar that the percentages of 
passenger traffic carried by the several lines between 


farmers the impression that by holding it they will get 

| bevter prices. Heavy rains in Kansas, which delayed 

| operations in the harvest fields, have also had something 
to do with the delay. 

The scalpers did considerable business by means of the 
Erie $19.50 rate, Cincinnati to New York'and return, on 
the 26th, and a Monon excursion rate of $6, Chicago to 

| Cincinnati and return, on the 25th. This fitting in of 

; dates may or may not have been accidental, but it 

| afforded a fine opportunity for manipulations. 

The joint committee of the Trunk Line and Central 
Trattic associations has issued a circular announcing 
that the reductions in the east and west bound freight 
rates previously authorized on account of the change at 
Grand Rapids, will not become effective on September 1, 
the day originally announced. 


Traffic Notes. 

The Railroad Commissioners of Oregon have issued 
tariffs prescribing rates on grain over the Union Pacific 
lines in Oregon 33 per cent. less than those hitherto in 
force. It is said thit a reduction of about 15 per cent. 
| on the Southern Pacific will be ordered by the commis- 
| sioners. 
| Receipts of wheat at KansasCity are very heavy, the 
| number of cars arriving on Monday last being 667, which 
| is 57 cars greater than the highest. previous record. Over 

2,000 cars are waiting to be unloaded. The New York 

Central has handled about three million bushels of grain 
thus far this month. 

The New York, Lake Erie & Western disturbed trunk 

line circles last week by announcing a round trip rate of 

| $19.50, Cincinnati to New York and return, for Aug. 26, 

good returning until a 10. This was to meet a $17.50 

; rate to Atlantic City, N.J., and return, made by the 

Pennsylvania. The Pennsylvania and the Baltimore & 

Chio at once decided to meet the Erie’s rate, and a rate 

of $16.50 to Atlantic City and return was also made by 

both the Baltimore & Ohio and the Pennsylvania, $1 less 
than was at first announced. 











